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Psychological Railroad Accidents and Their Prevention. 


New Haven, Conn., Jan. 25, 1902. 
To THe Eprror oF THE RAILROAD GAZETTE, 

An examination of the monthly list of railroad acci~« 
dents shows that very many of them are due to defective 
mental action in engineers or signalmen. From the 
natute of the case they seem to be peculiarly disastrous 
and—unpreventable? No, the danger can be diminished 
just as the dangers of color blindness and fog are re- 
duced to a minimum. Accidents like the recent ones in 
Michigan and Schierenberg should be classed as “psycho- 
logical accidents.’2, They should receive the same careful 
study as the others and just as much care should be 
taken to prevent them. 

The recent accident in the New York Central tunnel 
seems to be attributed, by the Railroad Gazette (1902, 
xxxiv., 43, Jan. 17) to a defect of temperament in the 
engineer. Let me point out that there exist in the 
psychological laboratories the means of recording many 
of the factors that go to make up a man’s temperament. 
Quickness and accuracy of perception, clearness and pre- 
cision of thought under fatigue, ability to maintain a 
course of action in the midst of distractions, ability to 
think clearly and precisely .in spite of surprise or danger, 
ability to persist in a course of conduct in spite of 
temptations to deviate—these can all be measured with 
a high degree of accuracy. The methods are still those 
of the laboratory, and no one has ever attempted to 
modify them so that they can be used to eliminate from 
the railroad service persons who are defective. 

The tests of a candidate should include not only the 
present elaborate bodily examination by the physician, 
and the usual crude and not wholly reliable tests for 
color blindness, sharpness of vision and hearing, but also 
the even more important study of the person’s mental 
abilities. After all, it is the engineer’s mind that runs 
the train, and his bodily peculiarities are of importance 
only in so*far as they influence his actions. 

E. W. SCRIPTURE, 











| Dr. Scripture is director of the Psychological Lab- 
oratory of Yale University. His experiments in testing 
for color blindness and other defects of vision, have been 
reported in the Railroad Gazette-—EpItror. | 








“Under Control.” 


To THe Epiror oF THE RAILROAD GAZETTE. 

How absurd are these plans about making the Fourth 
Avenue tunnel into a single block section. Some men 
cling to what they see through, like an insect to a pane 
of glass. 

Joe Franklin and the other operating officers know well 
enough that the tunnel accident was not caused in con- 
sequence of the tunnel being divided into block sections. 
They know that even had the tunnel been operated as 
an absolute block, admitting but one train at a time on 
each track, still the accident could have happened. They 
know, too, that it might have occurred on a_ straight 
stretch of track, in the open, by day or by night, in 
fog or sunshine, and that many marvelous hair-breadth 
escapes from such catastrophies are so miraculous as to 





compel the belief that a merciful Providence must have 
intervened to prevent the impending calamity. 

Commuters demand rapid service, and are impatient 
of delay. Railroad officials endeavor to satisfy those 
demands by writing rapid schedules, coupled with com- 
prehensive and positive rules to insure safety and pre- 
vent delay. Unfortunately, they cannot provide their 
employees with brains. Rapid movements demand, and 
short blocks compel, constant vigilance and absolute 
obedience to rules. The division of the tunnel into 
short blocks was the result of years of experience by 
keen-minded railroad officials, as the most feasible to 
insure safety and prevent congestion of traffic, 

If Wisker was competent to haul a passenger train 
on any part of the main line he was competent 
to take it through the tunnel. Every runner on 
the division had at some time to make his initial trip 
through it. The tunnel was, and is, safe with a brainy 
hand at the throttle. Franklin cannot stand over every 
engine driver with an axe to enforce obedience to rules 
which, if adhered to, would make disaster impossible. 
Removing the roof of the tunnel would not have made 
that calamity impossible with the same hand at the 
throttle. It was the roof of the driver that was at fault. 
When he found the signals obscured by smoke or steam, 
instead of drifting through the tunnel under control, 
with one hand on the throttle, and the other on his brake- 
lever, anticipating and prepared for trouble, Wisker 
must have been running his train at high speed; he 
must have been going at a 80-mile‘an hour gait when 
he struck. The wreckage was proof that he hit the New 
Haven train with terrific force. He passed a’caution signal 
which should have caused him to get his train under 
control at once. At the red signal he should have 
stopped, whether he could see it or not. That he passed 
both at high speed without knowing what they indicated 
only makes his act the more censurable. 

But what makes him more criminally culpable than 
anything else is the glaring fact that he was approach- 
ing such an important ,terminal at high speed, running 
past signals which he could not see, without having his 
train under. absolute control. Not even the gathered 
might of heaven could have averted that calamity under 


such conditions. LANGDON. 


The Winans “Camels” and the Purdue Engine. 








Pittsburgh, Jan. 25, 1902. 
To tue Epiror oF THE RAILROAD GAZETTE. 

Any one who knew Mr. Ross Winans and was familiar 
with his engines will, I feel sure, indorse my opinion 
that, if he were alive, he would promptly and forcibly 
demand a correction of the article entitled “Another His- 
toric Locomotive at Purdue,” which appears in this 
week’s issue of the Railroad Gazette. While the matter 
is not one of substantial importance, it is desirable that 
all facts of the early history of American locomotives 
should be stated as accurately as possible, and I am, 
therefore, moved to call attention to the material error 
of the article referred to. 

The so-called “camel” or “camel back” type of engine, 
which was original with Ross Winans, from one end to 
the other, and from rail to top of stack, was an eight- 
wheel connected engine, and he not only never built a 
10-wheel engine, but also was known to be an inveterate 
and uncompromising opponent of that type. Except as 
to the form and size of fire-box, there was but little dif- 
ference between his first “camel,” which was built for the 
Baltimore & Ohio railroad in June, 1848, and which 
was called the “Camel,” afterwards No. 55, and the last 
which he built for that road (Nos, 210 to 217 inclusive) 
in February, 1857, and which were known as “long fur- 
nace camels.” Four more of the same class were built 
by him in 1860, or shortly before that year, and remained 
in his shop until 1863, when they, together with a 12- 
wheel engine, the “Centipede,” were purchased by the 
B. & O. R. R. Co. 

About the year 1859, much printer’s ink and ill feeling 
were expended in a lengthy and acrimonious discussion 
between Mr. Winans and Mr. Henry Tyson, who was at 
that time Master of Machinery of the Baltimore & Ohio, 
as to the relative merits of the “camel’’ and the 10-wheel 
type of engines, with the result that Mr. Winans never 
built another “camel” for that road, although, as before 
stated, the company purchased four of them which he had 
in stock, when greatly in need of motive power. 

All the camel engines had 19 x 22-in. cylinders, eight 
driving wheels, 43 in. in diam., about a 46-in. boiler, a 
hemispherical topped dome of about the same diameter 
located close to the smoke box, an “overhung” fire-box, 
set behind the rear axle, and as wide as the distance over 
frames, which stopped in front of it, and a cab on 
top of the boiler extending from the smoke-box nearly to 
the fire-box. These were their distinguishing and un- 
varying characteristics. The earlier or “short furnace” 
camels had comparatively short straight top fire-boxes, 
and the latter or “long furnace” camels had longer fire- 
boxes which were downwardly inclined, as in the later 
Class I engines of the Pennsylvania railroad, and were 
provided with feed chutes on top. 

The 10-wheel engine which was sent to Purdue was 
neither a “camel” nor “camel back” engine, nor was it 
“originated” by Ross Winans, although embodying his 
design of a cab on the top of the boiler. It was what was 
known as a “IIlayes 10-wheeler,”’ and was designed by 
Samuel J. Hayes, then Master of Machinery, Baltimore & 
Ohio R. R., about 1853. The first engine of the type, No.138, 
Bb. & O., was built by A. & W. Denmead & Sons, of Bal- 
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timore, and was placed on the road in May, 1853. About 
16 of these engines were built up to 1857, and the type 
was revived, and a considerable number built, by John C. 
Davis, M. of M., about 1868. The engine sent to Purdue 
was probably one of the latter lot. 

The fire-box of this and the other Hayes 10-wheelers 
was much shorter than that of the camels, as short, in 
fact, as those of the first “short furnace” camels, and 
was narrower, as the frames were extended back of it 
and supported a deck for the fireman, instead of stopping 
in front of the fire-box as was invariably the case in the 
“camels.” The cylinders were inclined instead of being 
horizontal as in the “camels,” and independent cut-off 
valves were used, while the camels all had single valves. 
The engines were originally designed for passenger train 
service on the 17-mile grade from Piedmont to Altamont, 
and with the light trains of their day did fairly good 
work, 7 

Briefly, Ross Winans had nothing to do with the 
origination or construction of the Hayes 10-wheeler which 
was sent to Purdue, and it followed his design only as to 


the location of the cab. In this particular it may be 


‘said to be of the “camel” type, but while these engines 


were sometimes known as “camel 10-wheelers,” they were 
ordinarily and properly termed “Hayes 10-wheelers,” and 
no old Baltimore & Ohio man would think of calling them 
“camels” or “camel backs,” this term being a kind of 
“trade mark” of the Winans engines. 

J. SNOWDEN BELL. 


The New Guinasotsie of the North Eastern. 

The North Eastern Railway of England has decided 
to reorganize the “traffic’ departments of the company 
and the new plan is described in the London Railway 
News of Jan. 18. We copy the description substantially 
in full below. ‘ 

As most of our readers are aware, the term “traffic” 
on English railroads, includes what we in America 
call the operating department. It will be seen that 
by the new arrangement the apportionment of duties 
and responsibilities will be practically: the same as 
it is on the principal railroads of this country. The 
general passenger agent is a new officer in England. It 
will be observed that the terms “division” and “district” 
are used in a sense exactly opposite to that in which these 
terms are used by the New York, New Haven & Hart- 
ford. The Railway News says that the main features 
of this scheme were devised some years ago and that 
arrangements have gradually been made to prepare for 
its introduction; but the directors only approved the 
new plan at the beginning of the present year. As Mr. 
Gibb, the General Manager of the North Eastern, has 
lately visited this country, we may assume that the plan 
which he now adopts and which is so very much like the 
plan generally used in America, contains all of the good 
features which he saw while here; and that American 
features which do not appear in his scheme have not ap- 

vealed’ to him as worthy of imitation. 

Hitherto the goods department, inheriting a system 
which originated when railroad working problems were 
less technical and perhaps less important than they have 
since become, has combined with its commercial work 
the supervision of the working, and of the staff at goods 
stations and terminal yards, including the loading and 
unloading and making up of goods trains, and the dis- 
tribution of goods wagons. The department of the super- 
intendent of the line has been responsible for the run- 
ning of goods trains and the operations connected with 
the working of these trains when in transit, but the 
functions and authority of the superintendent have not 
extended within the terminal yards. 

Under the new organization the superintendent of the 
line becomes general superintendent, with extended au- 
thority. The commercial duties connected - with pas- 
senger and coaching traffic hitherto performed by the 
superintendent of the line are transferred to a new 
department under a chief passenger agent. All the 
duties connected with the working of traffic hitherto 
performed by the goods department are transferred tu 
the general superintendent, whilst the commercial duties 
and the office work connected therewith are retained by 
the goods department. The district superintendents, of 
whom there will be nine, will have complete and undi- 
vided control, each in his own district, of all working 
operations connected with all kinds of traffic, passenger, 
goods, minerals, docks, etc., whilst the district goods 
managers and district passenger agents will, in their 
respective districts, attend to the commercial part of the 
work. Three new posts are created—namely, those of 
divisional superintendents, in one of which is merged 
an existing office of mineral manager in one district. 
These officers will, under the general superintendent, ex- 
ercise supervision over all the work of the district super- 
intendents. The general scheme of the new organization 
is shown on the following chart : 

General Traffic Manager. 


Operating branch. Commercial branch. 
] 
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Chief passen- 


ie i 
General superinten- Chief goods 
ger agent. 


dent. manager. 


District pas- 


Divisional superinten- District goods 
senger agents. 


dents. managers. 
| 
District superinten- District goods 
dents. agents. 
Department of the General Superintendent.—The gen- 
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eral superintendent is charged with the administration of 
the department of the company’s business connected with 
the running of trains and the handling and carriage of 
traffic of all kinds on the company’s railroads, docks and 
wharves. This department includes the following duties: 
(1) Supervising the safe and proper working of the 
railroad stations, warehouses, yards, sidings, docks, and 
traffic appliances. (2) Supervising the loading, unload- 
ing and handling of traffic. (38) Fixing the times and 
traffic arrangements for running all trains and supervis- 
ing the running thereof. (4) Submitting proposals for 
the equipment required for trains and for works and ac- 
commodation required for traffic of all kinds. (5) Control- 
ling the ordering-out of all locomotive engines for traffic 
(6) Controlling the train mileage run to carry 

(7) Controlling the supply and distribution 
of carriages and wagons. (8) Preparing all time-tables 
and time bills for issue to the public, and preparing, dis- 
tributing and issuing to the working staff all time-tables, 
notices and instructions in connection with the working 
of the company’s railroads and docks and the traffic 
(9) Examining and reporting on all applica- 
tions from traders in connection with private sidings. 
(10) Dealing with claims under the Workmen’s Com- 
pensation Act. (11) Supervising the use of the com- 
pany’s telegraphs and telephones. (12) Enforcing the 
due and proper observation of all rules and regulations 
of the company in connection with the working of the 
railroad and docks and the traffic thereon. 

Department of the Chief Passenger Agent.—The chief 
passenger agent is charged with the administration of 
the department of the company’s business connected 
with securing and charging for passenger traffic and all 
traffic carried by passenger trains usually known as 
coaching traffic, including fish carried under fish way- 
bills. This department includes the following duties: 
(1) Fixing fares and rates for coaching traffic. (2) 
Preparing, printing and issuing tickets. (8) Canvassing 
for and securing excursion traffic and all coaching traffic, 
including supervision of the agencies and receiving offices 
for dealing with any of this business. (4) Preparing, 
distributing and issuing all advertisements in relation 
to coaching traffic, except ordinary time tables and time 
bills. (5) Distributing and issuing the public time-tables 
prepared by the general superintendent. (6) Advising 
the general superintendent as to the train service re- 
quired for the accommodation of the public. (7) Col- 
lecting charges for coaching traffic. (8) Collection and 
distribution of information as to trade movements and 
developments, and as: to events of a public or private 
nature likely to affect the company’s coaching business, 
or to require special provision to be made therefor, and 
submitting proposals with reference thereto. (9) Super- 
vision and control of. booking and parcels offices, and of 
the collection and delivery or parcels traffic. (10) Deal- 


purposes. 
the traffic. 


thereon. 


Oakdale Station. 
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of any kind of goods traffic. (13) Dealing with the 
allotment of coal cells and supervising the coal cell 
agencies. (14) Controlling the supply, distribution, and 
repair of sacks provided by the company for goods 
traffic. 








The Electric Train Staff on the C., N. 0. & T. P. 


In the Railroad Gazette of Dec. 6, p. 841, an account 
was given of the use of the Union Switch & Signal Com- 
pany’s electric train staff apparatus on the Philadelphia 
& Reading, where it was introduced a few months ago. 
The improved staff instrument was put in use about the 
same time on the Cincinnati, New Orleans & Texas 
Pacific, between Oakdale and Harriman Junction, Tenn. : 
and Mr. M. W. Maguire, Superintendent of the Chatta- 
nooga division of the road, has sent us a diagram, which 
is given herewith, showing the arrangement of the signals 
which are used in connection with the staff. 

The staff used on this road is made in two pieces, and 
is called the divided staff. .When.in use, in the machine 
at the station, the staff is exactly like that used on the 
Reading and elsewhere; but when it is delivered to a 
train it is taken apart: one-half is carried on the engine. 
and the other on the rear of the train. With this ar- 
rangement the delivery of the complete staff at a station 
affords evidence that the whole of the train has cleared 
the block section. The piece carried on the rear of the 
train is the one which unlocks the staff machine. 

Referring to the drawing, the semaphore at Oakdale 
marked “staff” is controlled by a lever which can be 
unlocked only by the use of the staff, after the same has 
been taken out of the staff pillar. If a train enters the 
passing track at Harriman Junction and is to be backed 
out again at the switch near signal No. 6 the staff must 
be retained by the conductor for the purpose of unlocking 
the switch. But if the train is to proceed forward, under 
signal 9, the staff must be delivered to the signalman in 
the tower to enable him to unlock that signal. 

The section from Harriman Junction to Emory Gap is 
controlled by automatic track-circuit block signals. The 
signal admitting trains to this section is that marked 
“electric block” at the extreme right of the drawing. 
The track-cireuit also controls, by an electric slot, signals 
7 and 9, so that before a train can leave Emory Gap for 
Harriman Junction, or whenever a train is in the auto- 
matie section, signals 7 and 9 must be in the stop position. 

Signals 1 and 2 at Harriman Junction, and the south- 
bound starting signal at Oakdale, are unlocked by the 
staff. 

Signal No. 7 is for the main line; signal No. 8 governs 
the route to the Southern Railway. Signal No. 10 gov- 
erns the route from the passing track, either straight 
to the track marked “spur,” or through both crossovers 
to the Southern Railway. Signal No. 5 governs from the 
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ing with all claims in connection with coaching traffic. 
(11) Supervision of trade advertising on company’s 
property. ; 
Department of the Chief Goods Manager.—The chief 
goods manager is charged with the administration of the 
department of the business connected with securing and 
charging for goods traffic, which expression as_ used 
herein comprises merchandise, live stock, and mineral 
traffic, except fish carried under fish waybills. This de- 
partment includes the following duties: (1) Collection 
of information as to trade movements and developments 
and as to railway facilities required by traders and for 
goods traffic, and submitting proposals with reference 
thereto. (2) Fixing and quoting rates and charges for 
all services in connection with goods traffic and keeping 
all proper rate books. (38) Canvassing for and securing 
goods traffic. (4)°Preparing and despatching invoices or 
obtaining declarations of all traffic loaded for 
carriage. (5) Collecting charges for goods traflic, except 
charges for certain mineral traffic collected by the ac- 
(6) Advising the general superintendent as 
accommodation and train required for 
traffic. (7) Supervision -and control of goods 
agents and station masters in relation to their commer- 
cial duties in connection with goods traffic. (8) Dealing 
with all claims in connection with goods traffic. (9) 
Cartage of goods traffic, and supervision of cartage staff 
and plant. (10) Examining and reporting on all appli- 
cations from traders in connection with private sidings in 
regard to questions of rates or charges, and keeping 
records of all particulars in regard to private sidings. 
(11) Examining and reporting on all questions in regard 
to the routing of and division of receipts for through 
goods traffic. (12) Preparing and issuing notices as to 


goods 
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-arriage of live stock traffic in districts affected by cattle 
disease, and similar special notices affecting the carriage 






end Tower. 


The Oakdale Starting Signal is shown at the extreme left. 


Southern Railway to the switching spur or to the passing 
track. The rules under which the staff is used are as 
follows: 

All rights conferred by Time-Table or Book of Rules 
will be void, except that the rule governing Oakdale yard 
will remain in effect. Conductors will deliver register of 
their trains to operator at Harriman Junction. 

Trains must not enter the staff block until they have 
possession of the staff or tablet and the proceed signai 
is displayed. The possession of a staff confers the abso- 
lute right of track over all trains in the block, except 
as per yard limit rule. 

One-half of the staff will be received by; carried on and 
delivered from the head end of the train, and the other 
half will be received by, carried on and delivered from the 
rear end of the train. The complete staff will be received 
and delivered by light engines. 

The possession of a permissive tablet confers the right 
of track through the block only: in the direction of the 
train’s destination, and the train must run the entire 
length of the block. 

The permissive tablet will be used only when necessary 
to move more than one train in the same direction through 
the block at one time, and only by authority of the Chief 
Train Despatcher. Jt will not be used to move passenger 
trains. 

The tablets will be received, carried and delivered the 
same as the staff. One tablet will be received on the 
front end of each train, except the last, and the last 
train will receive, on the front end, all the remaining 
tablets chained together, and the staff on the rear end. 
If the last train is a light engine, it will receive all the 
remaining tablets and the staff chained together. 

If a train parts in the block, the staff, or tablet, must 
be retained by the trainmen until the entire train is clear 
of the block. 


The staff or tablet will be delivered fo the operator on 
leaving the block. : 

The staff or tablet, when received by the operator, must 
be inserted in the machine and never transferred from 
one train to another. The staff will be delivered in a rub- 





Improved Electric Train Staff Machine. 
Made by the Union Switch & Signal Co. 


ber case and it must be known, when received, that the 
staff is in the case. 

If the staff apparatus fails, the train despatcher will 
authorize the movement of trains by the staff telegraphic 
train order on form No. 27. 

When form No. 27 is used the operators at each end 
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Electric 
Block 


to Emory Gap—> 


Junction, Tenn., Cincinnati, New Orleans & Texas Pacific Railway. 


of the block must know that all the staffs are in the 
machine, and so report to the chief train despatcher. 

Copies of 27 orders that have been used by conductors 
and enginemen will be delivered to the operator in the 
same manner as the staff, and he will forward them to 
the superintendent, 

Code of Bell Signals. 

To attract attention—Two taps, thus -- 

Unlock my machine—Three taps, thus --- 

Wait, cannot unlock now—Four taps, thus --- - 

Train has passed into the block, two taps, two taps, 
two taps, thus -- -- -- 

Train has passed out of the block, two taps, two taps, 
two taps, one tap, thus -- -- -- - 

Testing staff bell, eight taps, thus 


Automatic Signals on the Cincinnati, New Orleans & 
Texas Pacific. 


[WITH AN INSET.] 

In connection with the foregoing account of the use of 
the electric train staff, Superintendent Maguire has sent 
us a sketch showing the arrangement of the automatic 
signals on the Chattanooga Division of his road; and the 
same is shown on the inset given in this issue. This line 
is of interest as the first signal-track road in the country 
to be extensively equipped with automatic block signals 
designed to give indications for trains moving in both 
directions. The existence of an unusual number of tun- 
nels on the line, as well as many curves, necessitated 
unusual measures for the protection of trains. Three 
kinds of signals are used, the clockwork disk, turning on 
a vertical spindle; the electric disk (enclosed), held in the 
all-clear position by an electro magnet, and the electric 
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sem:phore, worked by an electric motor. The different 
kinds of signals are indicated by characteristic signs on 
the drawing. This drawing does not show interlocking 
plants. The sketch showing the alignment of the road is 
not intended to show the curvature graphically ; the de- 
grec is indicated in each case by figures. 





The Atlantic Type Locomotives of the Chicago, Mil- 
waukee & St. Paul. 














Tie new wide fire-box Atlantic type locomotives of the 
Chicago, Milwaukee & St. Paul, which were illustrated 
in our issue of Sept. 20 last, are now in regular service 
between Chicago & Milwaukee hauling trains with a max- 
‘mun weight of 977,360 Ibs. These are Vauclain com- 
pounsls weighing approximately 170,000 lbs., with 90,000 
Ibs. on the drivers, They have 15 and 25 x 28-in. driving 
wheels, 84-in. drivers, 3,198 sq. ft. of heating surface, 40 
sq. ft. of grate surface, and they carry 200 Ibs. steam 
pressure. The tender in working order weighs about 
120,000 Ibs. On several occasions these locomotives have 
made some fast runs, notably on last New Year’s eve. 
Then one of these Atlantic type engines hauled the “Fast 
Mail” from Chicago to Milwaukee in 87 minutes, elapsed 
time: the distance being 85.2 miles. This train consisted 
of five cars weighing 421,300 Ibs. behind the tender. There 
is an arbitrary time limit of 10 minutes for the first 2.8 
miles out of Chicago, and of five minutes for the last 
0.8 mile at Milwaukee, Further on the run in question. 
it was necessary to slow down to 25 miles an hour at 
four railroad crossings. It follows that at times this 
train was running at high rates of speed. It is reported 
that 19 miles between Wadsworth and Western Union 
Junction were made in 16 minutes, or at the rate of 71 
miles an hour. : 


The Proposed Tunnel Loop at the Grand Central 
Station. 


The plan printed herewith shows the arrangement pro- 
posed for changing and enlarging the suburban terminal 
at the Grand Central Station to fit it for electric work- 
ing. At Fifty-seventh street the existing subway is to 
be widened out to give room for four additional tracks. 
This will be accomplished by a change in the location of 
Park avenue, as shown by the shaded area, on the west 
side of the subway from Forty-ninth to Fifty-sixth 
street. ‘The lots of property recently acquired by the 
New York Central in view of: these changes are indi- 
cated by hatched boundary lines. The property already 
owned by the company is indicated by heavy, solid boun- 
dary lines. 

It will be seen that the outer tracks in the existing 
tunnel will run off on the outer tracks of the new tunnel 
and make a continuous loop, turning at Forty-third street 
and agaim going north. This loop track is shown by 
double arrows and it will be used for through express 
and suburban trains which do not lie over at the Grand 
Central terminal. 

Inside this track will be noticed another loop track 
marked with single arrows. This will be used by 
suburban trains that may lie over at the Grand Central 
terminal on the storage tracks, of which a number are 
provided for in the loop; in fact, standing room is pro- 
vided for 78 cars on these storage tracks. Still other 
tracks will be seen on the plan, marked with double 
arrows, indicating movement in both directions. These 
portions of the tracks may be used for switching move- 
ments. 

Of course, it is understood that all of these new tracks 
are below the present yard level and will leave the 
existing arrangements as they now stand or free for any 
subsequent modification that may be found desirable. 

The loop has a radius of 360 ft. for the center line of 
the outside track. Very ample platform space is pro- 
vided. On the loops the platforms are 1,200 ft. long. 
On the outside of the outside loop is an unloading plat- 
form 16 ft. wide. Between the two loops is a loading 
platform 36 ft. wide; and finally inside the inner loop is 
an unloading platform 16 ft. wide. There is communi- 
cation from these platforms to the general waiting room 
in the present head house; also to the suburban station 
to be built west of Vanderbilt avenue, between Forty- 
fourth and Forty-third streets; and fo the Rapid Transit 
Elevated Railroad platforms. There are also exits di- 
rectly to the streets. 

Along Forty-fifth street is a subway, now existing, 
reaching from Depew Place to Vanderbilt avenue, that 
is, right across and beneath the present yard. This sub- 
way now has 12 hydraulic elevators, one on the line of 












each platform, for handling baggage. This subway will 
be continued west to connect with the new route, per- 
mitting the easy exchange of baggage between through 
and local trains. ‘The north wall of this subway, as 
shown on our plan, is wrong, as the recesses for the 
elevators should have been indicated. 

Ii is hardly necessary to say that the proposition is to 
work the electrical service on the two outside tracks of 
the existing Park avenue tunnel, the center tracks re- 
Maining for through steam service on the present level. 
In general there will be a continuous movement of the 
{rains right around the loop, but provision has been made 
‘or trains to lie over in the local storage yard. Such 


‘trains will take the inside loop track marked with the 


single arrows, and after discharging passengers will go 
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Proposed Tunnel Loop at the Grand Central Station. 


The heaviest lines show the walls of the tunnel. 

The tracks are shown by center lines, the new electric 
tracks being heavier than the existing tracks. 

Old property lines of the New York Central are heavy full 
lines; property lately acquired is bounded by hatched lines. 

The subway across the yard at Forty-fifth street should 
show recesses in the wall for twelve elevators, which now 
exist. 
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to the easterly yard and thence be switched across into 
the westerly yard. whence they may be moved out on to 
the express tracks (marked with the double arrows point- 
ing in one direction) without moving against the traffic. 
In other words, these cars may at any time be moved 
into the stream without moving against it. 

It will be seen that no physical connection of the New 
York Central tracks and the Rapid Transit tracks is con- 
templated under this scheme; in fact, there is a differ- 
ence of 8 ft. in the level which it would not be easy to 
overcome even if that were desirable, and there are many 
reasons why such a connection is not desirable. 


The Isthmian Canal. 





BY W. H. BURR. 

In the February issue of Scribner’s Magazine appears 
a valuable article by Prof. Burr on the Isthmian Canal 
projects. He reviews, briefly, the history of the various 
projects and attempts and gives us a good summary of the 
physical conditions and features of the Panama and the 
Nicaragua Canal routes and proposed canals. He writes 
from the standpoint of a member of the Isthmian Canal 
Commission and, therefore, must be duly guarded; but 
his article has a special interest as giving the personal 
views of one of the commissioners more freely than they 
could be given in the report. We have room only for his 
summing up. It must be remembered that this article 
was written before the change of heart of the New 
Panama Canal Company. 


It is not improbable that the requirements of our Pacific- 
coast commerce and industries may demand an isthmian 
canal either with tolls just sufficient to pay costs of operation 
and maintenance, or, possibly, without tolls. The expenses 
to be incurred annually, therefore, in the operation and 
maintenance of the canal after completion constitute an item 
of gravity. The Commission made a most careful study of 
this feature. Its estimates were $3,350,000 for the Nicar- 
agua route, and $2,000,000 for the Panama route, exhibiting 
a less annual cost of operation and maintenance in favor of 
the Panama route of $1,350,000, which should not be lost 
sight of in the comparison of the two crossings. 


The Commission sums up the cost of constructing the 
canal on the Nicaragua route and of completing the Panama 
Canal, excluding the costs of acquiring both the concessions 
from the different governments and the rights and property 
of the New Panama Canal Company, as follows: Nicaragua. 
$189,864,062 ; Panama, $144,233,358. 


The New Panama Canal Company has estimated the value 
of its rights and property at $109,141,500, but the Com 
mission estimates the value of the same rights and property 
at $40,000,000. If the former sum be included, the total cost 
of completion of the Panama Canal and the acquisition of the 
rights and property of the New Panama Canal Company 
would be $253,374,858. This is the amount which must now 
be compared with the preceding estimated cost of the Niecar- 
agua Canal. 


In order to determine the total estimated cost of the isth- 
mian canal by either route, there must be added to the pre- 
ceding figures the costs of securing the requisite concessions 
from the Colombian Government in the one case, and from 
the governments of Costa Rica and Nicaragua in the other. 
as there are at present neither concessions from nor treaties 
with any of those countries of suflicient scope or in terms 
suitable or adequate for the completion of the canal. 

Concisely stating the situation, its main features may be 
expressed somewhat as follows: 

Both routes are entirely “practicable and feasible.” 

Neither route has any material commercial advantage over 
the other as to time, although the distance between our 
Atlantic (including Gulf) and Pacific ports is less by the 
Nicarauga route. 

The Panama route is about one-fourth the length of that 
in Nicaragua ; it has less locks, less elevation of summit-level. 
and far less curvature, all contributing to correspondingly 
decreased risks peculiar to the passage through a canal. The 
estimated annual cost of operation and maintenance of the 
Vanama reute is but six-tenths that for the Nicaragua route. 

The harbor features may be made adequate for all the 
needs of a canal by either route, with such little prepon- 
derance of advantage as may exist in favor of the Panama 
crossing. 

The Commission estimated ten years for the completion of 
the Panama Canal and eight years for the Nicaragua water- 
way, but the writer believes that these relations should be 
exchanged, or at least that the time of completion for the 
Panama route should not be estimated greater than for the 
Nicaragua. 

The water-supply is practically unlimited on both routes. 
but the controlling or regulating works, being automatic, are 
much simpler and more easily operated and maintained on 
the Panama route. 

The Nicaragua route is practically uninhabited and con- 
sequently practically no sickness exists there. On the Panama 
route, on the contrary, there is a considerable population 
extending along the entire line, among which yellow fever 
and other tropical diseases are probably always found. Initial 
sanitary works of much larger magnitude would be required 
on the Panama route than on the Nicaragua, although prob 
ably as rigorous sanitary measures would be required during 
the construction of the canal on one route as on the other. 

The railroad on the Panama route and other facilities 
offered by a considerable existing population render the be 
ginning of work and the housing and organization of the 
requisite labor force less difficult and more prompt than on 
the Nicaragua route. 

The greater amount of work on the Nicaragua route, and 
its distribution over a far greater length of line, involve the 
employment of a correspondingly greater force of laborers 
for an equally prompt completion of the work. 

The relative seismic conditions of the two routes cannot 
be quantitatively stated with accuracy, but in neither case 
are they of sufficient gravity to cause anxiety as to the ef- 
fects upon completed canal structures. 

Concessions and treaties require, to be secured and nego- 
tiated for the construction of the canal on either route. 
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Annual Report of the Interstate Commerce Commission. 


The Commission has sent out a synopsis of its fifteenth 
annual report, which has just been transmitted to Con- 
gress. Extracts follow. 

The twenty-first section 


of the act to regulate com- 


merce imposes’ the specific obligation of recommend- 
ing to the Congress such additional legislation ‘as 
the Commission may deem necessary.” The Com- 
mission has nothing new to propose, because’ the 
subject has been fully discussed in previous reports. 


Recommendations, both general and specific, have been 
repeatedly made. The reasons for urging these amend- 
ments have been carefully explained, and repetition of the 
argument at this time can hardly be expected. The state- 
ments of former years apply with added force to the 
present situation. 

Referring to recent investigations made into the move- 
ment of packinghouse products and the movement of 
grain and grain products, the Commission says that the 
facts therein developed are of such a character that no 
thoughtful person can contemplate them with indifference. 
That the leading traflic officials of many of the principal 
railway lines, men o¢cupying high positions and charged 
with the most important duties, should deliberately vio- 
late the statute law of the land, and in some cases agree 
with each other to do so; that it should be thought by 
them necessary to destroy vouchers and to so manipulate 
bookkeeping as to obliterate evidence of the transactions; 
that hundreds of thousands of dollars should be paid in 
unlawful rebates to a few great packinghouses; that the 
business of railroad transportation, the most important 
but one in the country to-day, paying the highest salaries 
and holding out to young men the greatest inducements, 
should to such an extent be conducted in open disregard 
of law, must be surprising and offensive to all right- 
minded persons. Equally startling at least is the fact 
that the owners of these packinghouses, whose 
.hames are known throughout the commercial world, 
should seemingly be eager to augment their gains with 
the enormous amounts of these rebates which they receive 
in plain defiance of a Federal statute. These facts 
carry their own comment, and nothing said by us can add 
to their significance. 

The Commission is not unmindful of the palliating cir- 
cumstances under which railroad traffic officials act. 
These have been fully stated in previous reports, and the 
Commission has stated in that connection what, in its 
opinion, is the proper remedy. We certainly believe 
that existing laws should be so amended that railroad 
managers who desire to observe them can do so without 
risk of sacrificing their property. 

But we also believe that the application of this remedy 
is fraught with certain dangers and that it should not be 
applied unless the public is fully protected against those 
consequences, and that the public as well as the railroads, 
and even more than the railroads, requires at the present 
time adequate protection; that in view of great 
combinations which haye been formed and are now form- 


men 


those 


ing, by which railroad competition, which upon the 
present theory of this law is greatly relied upon to 
secure just and reasonable rates and facilities, will be 


largely eliminated, some method should be provided by 
which the government can exercise in fact that control 
over rates which it and which many 
suppose that it now exerts, 

If it is not possible to 
essential features, it ought at least to be possible to deal 
with the coercive features of the act. While it was 
undoubtedly the intent of the tenth section of the act 
to impose a penalty upon the corporation it has been 
judicially determined that the alone can be pun- 
ished. Now, the object of rate cutting is to get business 
and make money, and the corporation, if anyone, profits 
by the illegal act. It is the real offender, and ought 
certainly to pay the penalty as well as its officer. It is 
anomalofs and unjust that the representative or em- 
ployee only should be liable to prosecution. To convict 
for paying a rebate it is necessary to show not merely 
that the railroad paid a rebate to a particular shipper, 
but that it did not pay the rebate to some 
other shipper. As a_ practical matter this is almost 
always impossible. For this reason prosecutions other- 
wise sustainable ean: rarely be successful; and this is 
particularly the case where there is an extensive demor- 
alization of rates, and consequently the greatest need for 
the application of criminal remedies. Departure from the 
published rate is the thing which can be shown and.the 
thing which should be visited with fitting punishment. 

The twentieth section should be amended so as to open 
the books of the carriers to the inspection of the Com- 
mission or Such publicity would be of the 
greatest service in exposing and punishing illegal prac- 
tices of this kind, and it is difficult to see any good reason 
this ought not to be permitted, provided proper re- 


possesses persons 


amend this law in its more 


agent 


also same 


its agents. 


why 
strictions are put upon the use to be made of knowledge 
thus obtained. 

These amendments would not afford any satisfactory 
system for the regulation of interstate railroads, but they 
would such infractions of law as 
now frequently occur. 

We wish to still further suggest that if the powers of 
this Commission 


probably stop gross 


not to be generally enlarged, some 


method should at least be devised by which such orders 


are 


as it can make may be enforced within a reasonable time. 
Products.—The investigation of 
packinghouse products shewed that rates below published 
tariff charges had been applied both east and west of 


Packinghouse recent 
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Chicago. East of Chicago the dressed-meats tariff had 
been cut from 3*% to 5 cents per 100 Ibs., and 5 cents on 
export provisions. On some of the lines the vouchers 
and other evidences of these illegal rates were destroyed 
soon after the transactions were completed. West of 
Chicago the rates on these products were from 2 to 5 
cents lower than the published tariff. One line made a 
contract to carry this traffic for a year from Kansas City 


to Chicago at 5 cents below the tariff then in force. All 
other lines must, of course, make the same rate. These 


lines west of Chicago made no distinction between export 


and domestic business. Sometimes rebates were paid, 
sometimes the freight was billed at the cut rate, and 
sometimes the published rate was reduced when the 


freight money was paid. The Commission required the 
carriers to file statements showing the number of cars 
shipped and the rates actually charged. When these are 


received the gross amount of the rebates can be deter-- 


mined; at present it can only be said to reach hundreds 
of thousands of dollars. While the general public prob- 
ably receives some benefit from these lower rates, in the 
main these sums swell the profits of the packers. These 
great concerns number only about five or six, and little 
distinction in the rates appears to have been made be- 
tween them. The effect is to give them an enormous ad- 
vantage over smaller competitors located at other points. 
Already these competitors have .mostly ceased to exist. 
These disclosures afford a pregnant illustration of the 
manner in which secret rate concessions are tending to 
build up great trusts and monopolies at the expense of 
the small independent operator. 

' Rates on Export Wheat and Flour.—The carriers east 
of Chicago have made no serious pretense of maintaining 
the export rates on wheat, and it appeared that the car- 
riers had agreed among themselves upon a rate from Chi- 
cago 2% cents below the published tariff. This did not 
apply from intermediate points. If this agreed rate on 
wheat and the published rate on flour were both main- 
tained, a discrimination of from 2% to 4 cents on flour 
The Commission thinks, on the whole, that 
neither of them was absolutely maintained. Concessions 
were made according to the exigencies of the case. The 
entire profit in grinding export flour would not ordinarily 
equal 4 cents per 100 Ibs. From Buffalo to New York the 
roads make a very low rate upon ex-lake wheat, but do 
not make a correspondingly low rate on export flour. 
To an extent, therefore, the rail carriers are responsible 
for the higher lake and rail rate on flour; but after all 
has been said it is evident that in this water competition 
inheres a condition which, during a considerable part of 
the year, if given its natural result, must secure a some- 
what better rate to export wheat than to the manu- 
factured product. 

Wheat in the region tributary to Kansas City may be 
exported through Galveston or New Orleans, or through 
Atlantic ports. The distance to the Gulf ports is much 
less than the distance to the eastern seaboard. Active 
competition exists between the lines leading in various 
directions from Kansas City, and this has resulted -in 
very low. rates on wheat from that section, but these 
rates have not been observed. The open wheat tariff from 
Kansas City to Chicago has been 12 cents and the actual 
rate as low as 5 cents. To Galveston the export rate 

37 cents. Export 


resulted. 


has been 15 cents and the domestic rate 37 
flour does not move at all through Galveston and only 
in comparatively small quantities through New Orleans. 
The competition, therefore, which produces so marked an 
effect upon wheat is not felt in the case of flour. It did 
not appear just what the actual flour rate from Kansas 
City to Chicago had been, but it was doubtless consider- 
ably above the wheat rate. 

Another manifestation of this competition in the West 
is seen in the practice of allowing some particular indi- 
vidual to handle practically all the grain transported 
upon a particular railroad. Some one individual pur- 
chases substantially all the grain which is handled by a 
given line of railroad, and the claim is made, and the 
inference is almost a necessary one, that this individual 
must receive concessions which enable him to underbid 
other buyers in the same market. 

The following conclusions are stated by the Commis- 
sion: 

Tirst. At the present time grain and grain products 
move from points of origin to the seaboard generally upon 
rates. This is entirely true of that portion which 
is exported, and in the main true of domestic traffic. 

Second. The effect of these secret rates is to discrim- 
inate in favor of the foreigner, to give preferences to 
particular shippers, to exclude from business the small 
operator. Until there is a published rate which is ac- 
corded to all shippers alike it must be impossible to de- 
termine whether the rates enforced are just or unjust. 

Third. These rate discriminations militate against a 
great American industry. To an extent the rate upon 
flour to the foreign market must be higher than that upon 
wheat. This is decreed by physical conditions which no 
statute and no commission can alter. To that extent 
this industry must expect to operate at a disadvantage. 
But many of the present discriminations are unneces- 
sary; and here again it never can be known to what ex- 
tent they are just or unjust until it is first known what 
rate this traffic actually bears. 

Traffic Associations.—These secret rates from Chicago 
to the seaboard were referred to by the witness as 
“agreed” rates. The railroads had by concerted action 
agreed to make and maintain such rates. Further inquiry 


secret 


developed the fact that these roads, together with many 
others, were members of the Central Freight Association, 
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and that this association determined the competiiiye 
rates within its territory. It was claimed that each road 
was in theory at liberty to put in whatever rate it saw fit, 
but practically the rates recommended by the associa: ion 
were always adopted. What is done in this sectio. by 
this association is accomplished in other sections by o:her 
associations. 

It is not the business of this Commission to enforce the 
anti-trust act, and we express no opinion as to the leg» lity 
of the means adopted by these associations. We sii iply 
call attention to the fact that the decisions of the U1 ited 
States Supreme Court in the trans-Missouri and | int 
Traffic Association cases have produced no practical e ‘fect 
upon the railroad operations of the country. Sucli as- 
sociations in fact exist now as they did before those le¢j- 
sions, and with the same general effect. In justice t» all 
parties we ought probably to add that it is difficu!: to 
see how our interstate railroads could be operated ‘vith 
due regard to the interest of the shipper and the rail:oad 
without concerted action of the kind afforded through 
these associations. 

Complaints.—The great mass of complaints are (is- 
posed of by preliminary investigation and correspondence 
or conference with carriers and shippers. The maiters 
acted upon in this way are of the same nature as those 
which find their way to the regular case docket of the 
Commission. Undoubtedly many more formal proceed- 
ings would be instituted if the Commission possessed 
authority to deal effectively with these violations of the 
law. The instances are frequent where complaining par- 
ties have not filed formal complaints, though apparently 
warranted in taking that course by facts developed in 
preliminary investigations. Such failure on the part of 
complaining shippers to prosecute their cases in the way 
provided in the statute can only be ascribed to lack of 
confidence in the power of the Commission to afford 
relief. 

The total number of proceedings during the year was 
340, formal and informal. One hundred and forty-nine 
informal complaints were settled through preliminary in- 
vestigation. Nineteen formal proceedings have been in- 
stituted, involving rates and practices of 63 carriers and 
two telegraph companies. 

Court Decisions.—The only court decisions rendered 
during the year upon orders issued by the Commission 
were in four long and short haul cases—two in the 
United States Supreme Court, and one in the Fifth Cir- 
cuit Court of Appeals, and one in the Cireuit Court, 
Northern District of Alabama. These decisions are ex- 
plained in the report. A case decided by the Supreme 
Court of Tennessee seems to intimate an understanding 
that the publication of joint rates of connecting carriers, 
under the general order of the Commission directing pub- 
lication of such rates, involves previous approval of such 
rates by the Commission. The legality of these rates 
not depend upon approval by the Commission.* 
Kleven civil cases are pending in the Federal Courts to 
enforce orders of the Commission. 

Statistics—The report includes an abstract of the 
preliminary report for the year ending June 30, 1901, 
prepared by its statistician. This includes 99 per cent. 
of the mileage that will be covered by the final report. 
The passenger earnings were $426,909,210; freight, $1,- 
114,740,770; total, $1,578,164,205, or $8,211 per mile 
of line. The operating expenses amounted to $1,025,156,- 
281, or $5,323 per mile of line; net earnings $555,007,- 
924, or $35,577,218 in excess of their earnings during the 
fiscal year 1900. The total income of these roads, includ- 
ing $65,271,244 received from investments and_ other 
sources was, $620,279,168. 

The total deductions from income, not including divi- 
dends, were $421,625,796. In this amount are included 
interest on bonds, rents for leased lines, betterments 
charged to income, taxes (which were $47,041,214), and 


does 





other miscellaneous charges. Dividends amounted to 
$121,108,637. The surplus from operation was $77, 
544,735. 


Ten-Year Book.—The Commission has in preparation 
a Ten-Year Book on Railways in the United States, the 
design of which is to show the results of railroad opera- 
tion, as also the conditions under which railroad property 
has operated since publication of the volume on trans- 
portation by the census of 1890. In addition to con- 
densed tables taken from the annual reports, this publica- 
tion will contain a statement of the statutory provi- 
sions of the States and of the Federal Government, 0 
far as these pertain to the taxation of railroad property. 
to the organization and administration of railroad com- 
missions, and to such other laws as limit, direct, and con- 
trol the business of transportation by rail. The com- 
pilation of railroad traffic prepared for the Senate (om- 
mittee on Finance, and published by that committee in 
1893, has been amplified and brought down to date. The 
tendency toward organization for the purpose of uni- 
formity in administration, so far as this is represented 
by associations among railroad officers and employees, 
finds place in this publication, as also a chapter "pol 
railroad bibliography and the railroad press during the 
past 10 years. The statistical exhibits are a con! inu- 
ation of the exhibit in the census volume on transporta- 
tion, thus providing a series of statistical tables ‘nr 
formly compiled for 20 years. 

Safety Appliances.—The safety-appliance law became 
fully effective Aug. 1, 1900, and the beneficent rest:ls 
of its operation are now being realized. The greatly in- 

*\ number‘of other court decisions are mentioned in tl 
report. These we shall refer.to in a future number. 
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eres sed security to life and limb with which the men on 
fre ght trains and in freight yards now perform their 
wok is now apparent on every hand. Evidence of the 
im) ‘oved conditions appears in the records of accidents 
in ‘he testimony of railroad officials and employees, and 
in .he records of the railroad claim departments, as. well 
as in those of the several trainmen’s associations. 
‘She inspectors employed by the Commission are com- 
pet-nt men of long experience. (The report shows that 


for the year ending June 30, 1901, the number of, em-.. 


plovees killed in coupling accidents was less than in the 
preceding year by about 35 per cent., and the number 
injured was less by about 52 per cent. ‘The number of 
persons killed or injured by falling from trains and 
engines increased. The causes for this can only be con- 
jectured. With the use of air-brakes on freight trains it 
is confidently expected to lessen the deaths and injuries 
under this head. Air-brakes were not nearly as gen- 
erally used in 1899 and 1900 as they are now. It is 
pointed out, however, that with more powerful locomo- 
tives, heavier cars, and longer freight trains the use of 
air-brakes on these trains-has been the occasion of an 
increased number of violent shocks, which tend to increase. 
the danger to men on the cars. 

The Commission recommends that the law be amended 
so as to specifically require the application of automatic 
couplers and “handholds”’ on all vehicles, passenger, 
freight, and miscellaneous, which are hauled or propelled 
by standard locomotives. 

The Commission recognizes that as a rule the railroad 
companies now need no compulsion to induce them to 
use automatic couplers, and that it is only in details of a 
minor character that any road has assumed a critical 
or reluctant attitude. Both the automatic coupler and 
continuous power brake are now absolute necessities in 
the operation of roads which move long trains, or use 
the powerful locomotives and heavy cars which are now 
common. Thus the policy of Congress in enacting the 
safety-appliance law is amply vindicated on what may 
be called business considerations, without regard to the 
question of safety of life and limb. 

Attention is called to the dangerous use at the present 
time of old and weak cars in nearly all trains. This 
has largely been caused by the great expansion of busi- 
ness, but it is reasonable to expect that every well-man- 
aged road will do away with this element of danger as 
fast as is practicable. The action of the American Rail- 
way Association in recommending the adoption of a 
standard size for box freight cats is noted and com- 
mended. ; 

The rules adopted by the Commission for the govern- 
ment of its inspectors are appended to the report. These 
rules have been widely distributed and have come to be 
largely used by the railroads themselves. About 30,000 
copies have been sent out to railroads at the request of 
ihe Master Car Builders’ Association. The appendix 
to the report also contains a table summarizing the re- 
sults of the inspections made by the Commission. For 
the year ending June 30, 1901, the five or six inspectors 
employed examined about 98,600 cars. The results of 
these inspections are discussed with some detail. Atten- 
tion is called to defects in couplers, uncoupling mechan- 
im and triple valves. Especial reference is made to 
the breakage of the “knuckle” on couplers, which often 
results from the fact that slots and holes are still left 
in the knuckles for the purpose of coupling with the old- 
fashioned link and pin, thereby diminishing the strength 
and security of the knuckle and of the coupler as a whole. 

Railroad officials complain of rough handling of cars in 
yards. This is due to the general use of automatic 
couplers, it being possible to quicken the work of switch- 
ing. This condition is regrettable, not only on account 
of damage to the cars, but because it produces an ele- 
ment of danger to the men. ‘The breakage of a timber or 
loosening of a bolt or other fastening may not be dis- 
covered until it has caused a derailment while running ou 
the road at high speed. The remedy for this fault lies 
chiefly in better discipline of the men while handling 
the cars. 

The Commission says that the air-brake on 
trains has long been in need of a decided improvement. 
Trains have often been run with only a few cars air- 
braked, when, but for insufficient inspection, a larger 
number could have been made available. A harmful 
Practice, apparently on the increase, is the pulling one 
car avay from another without disconnecting the hose 
coupliies. The hose is strained and frequently loosened ; 
this ij troduces an element of constant danger while 
trains are running. The retaining valve is, on every 
Steep crade, a necessity, but it appears that only a few 
roads ave as yet made regular and systematic use of 
these valves. ; 

Anc her cause of unsatisfactory service is found in 
deficie.t arrangements at yards for testing the brakes. 
The 1 nning of trains partially air-braked is a practice 
Which is still tolerated everywhere. Some companies, 
Particilarly in the East, are still controlling trains on 
Steep iescending grades by the use of hand brakes. This 
is in isregard of the lessons of experience on many roads 
in th West, and is cont ‘ary to the advice of expert 
engineers. An object of the safety-appliance act was to 
Provics for the universal use of continuous power brakes 
on a‘! trains, and it is the purpose of the Commission to 
Pay jarticular attention to this feature. Reference is 
Made to letters in the appendix from officers of railroad 
Companies and trainmen’s brotherhoods, testifying to the 
800d results of the law. 

\ccident Reports.—By the act of March 3, 1901, the 


freight 





Commission is required to gather statistics of collisions 
and derailments and of accidents to passengers and to 
emplayees on duty. Although ample notice was given, a 
number of companies failed to file their reports for the 
first month (July, 1901), within the time specified, and in 
fact have not yet submitted them; and for that reason 
the statistics for the first month have not yet been fully 
tabulated. One reason for this appéars to be that: the 
companies in question had not before kept their accident 
statistics in a form readily adaptable to the Commmis- 
sion’s form. These difficulties have been or will be cor- 
rected. The Commission intends to tabulate and collate 
the information contained: in the reports, and to issue 
bulletins Showing the principal facts. 

Some classes of accidents, including many personal 
casualties in which the person injured is himself chiefly 
at fault,.may be looked upon as unavoidable. On. the 
other hand, *hany of these injuries, fatal and nonfatal, 
are in sofffe degree preventable by care; and the Commis- 
sion wi eStnt such lessons as may appear to be de- 
ducible frente reports it receives. The Commission 
has taken ample precautions to prevent the reports re- 
ceived from the various carriers being used for the benefit 
of private interests. This law is deemed defective be- 
cause the monthly reports are limited to accidents to em- 
ployees and passengers, and do not include casualties to 
other persons. The latter are covered, or intended to be, 
by the annual reports to the Commission under the twen- 
tieth section of the act to regulate commerce; but it is 
believed that reports under the recent law should embrace 
all railway accidents resulting in death or personal injury, 
so that this subject can be omitted from the annual re- 
ports; and the Commission recommends an aniendment 
to accomplish that purpose. 


A Big Eye-Bar. 


The engraving is from a photograph of what is doubt- 
less the largest eye-bar ever made. It was forged at the 
shops of the Phoenix Bridge 
Company and broken in their 
1,000-ton testing machine. These 
bars were made for the 1,800- 
ft. cantilever bridge over the 
St. Lawrence River at Quebec. 
The bars are 15 in. x 2 in.; the 
eye is $2 in. in diam., the pin- 
hole 12 in. ‘In testing, the bar 
developed an ultimate strength 
of 50,160 Ibs. per sq. in., and 
28,000 Ibs. per sq. in. elastic 
limit. The elongation in 8 ft. 
was 25.63 per cent., the elon- 
gation of the pinhole, 5.26 in. ; 
the reduction of the area at 
the fracture was 52.9 per cent. 
It broke in the body of the 
bar, with a silky fracture. 








The Railroad Y. M..C. A. 








The twenty-sixth annual meeting of the Railroad 
Branch of the Young Men’s Christian Association, at 
Madison avenue and Forty-sixth street, New York City, 
was held on the evening of Jan. 14. <A brief notice of the 
meeting, with extracts from the speech of Mr. Andrew 
Carnegie, was given in our last issue. The annual report 
of Secretary George A. Warburton contains numerous 
items of interest concerning the Young Men’s Christian 
Association, on other roads than the New York Central, 
and throughout the country, and we give below some ex- 
tracts from this report: 

“There are 170 railroad branches of the Young Men’s 
Christian Association in the United States and Canada, 
with a membership of more than 43,000-and an annual 
expenditure of more than $400,000, of which sum the 
‘ailroad, corporations contribute about 50 per cent. Sev- 
enteen branches are located on the line of the New York 
Central, and they have a membership of 7,461. This 
(New York) has a membership of 2,392. The 
Department alone (a part of the 
larger membership than any other 


branch 
Madison Avenue 
“Branch”) has a 
railroad branch in the country. 

“The classification of our membership is as follows: 


Office men ...... By GRD eter aa A Sasenae Haaatuws 843 
SP iie ROMVICO! MGI. > scucs.d ne tilecas end eeenerade sa -1,166 
Others ..... Eee eee ere ce Ae RS oa On 
Wattle teh cote e ere Aa teed: Tr 
“The total amount received for dues during the year was 
$6,772. 
“During the past year 15 buildings were erected for 


4 


the use of railroad associations, 75 per cent. of their cost 
being contributed by railroad companies, the balance by 
the employees. The New York Central has been a firm 
friend from the beginning. Rapid development is now 
being made on other systems, notably the Gould lines, 
where during the past three years more than $66,000 
have been contributed toward the erection of buildings, 
and during the past year more than $10,000 toward the 
current expenses. On the Pennsylvania East of Pitts- 
burgh there are now 17 railroad associations with a mem- 
bership of 5,000, to which the Pennsylvania Railroad 
Company contributes 60 per cent. of the cost of operat- 
ing, or about $26,000. A gift of $35,000 was recently 
announced by that company to erect and furnish a build- 
ing at Pitcairn, near Pittsburgh. The Boston & Maine, 
the Grand Trunk, and Chesapeake & Ohio, are among 


the other railroad companies whose support is most cor- 
dially given. Great credit for this extension is due to the 
International Committee, who, through their traveling 
secretaries, keep the entire movement in unity and pro- 
mote its growth and extension. 

“The daily average attendance at Madison avenue has 
been 763. This building reaches the men in the pas- 
senger train service, the clerks in the general offices, the 
yardmen of the Grand Central Station, as well as the 
railway postal clerks, Pullman and express employees. 
The sleeping rooms were used 25,309 times; 21,376 baths 
were taken; the restaurant did ‘a business ‘of $38,491, 
on which there was a small profit; 192;792 meals were 
served. Both here and at the other restaurants the in- 
creased. cost of food supplies was felt. 

“At Mott Haven the John M. Toucey Meniorial Build- 
ing will be dedicated on Sunday, Jan. 19. The cost of 
the building and lot is covered by the gifts of Mrs. John 
M. Toucey and the New York Central & Hudson River 
Railroad Company and Mr. Cleveland H. Dodge, the 
President of the Young Men’s Christian Association. 

“All our buildings are open night and day. . The rail- 
road companies have contributed (to the work in New 
York City) $7,017; other subscriptions-have-ameunted to 
$1,205. The receipts from membership dues were $6,772. 
The members bear an increasing proportion of the ex- 
penses.” 


The handsome building for the use of the Railroad 
Y. M. C. A., at Corbin, Ky., was opened on the evening 
of Jan. 10. The dedicatory exercises were participated in 
by the general manager and other officers of the Louisville 
& Nashville. 

A new railroad branch of the Y. M. C. A. has been 
established at Richmond, Va., in the Main Street Station. 
This station is the passenger terminal of the Chesapeake 
& Ohio and the Seaboard Air Line. 

Mr. J. M. Dudley, heretofore at the Dearborn Station, 
Chicago, has been appointed General Secretary of the 
Y. M. C. A. on the lines of the Brooklyn Rapid Transit 
(electric railroad) Company. 


New Car Shops at Niles, Ohio. 


The new shops of the Niles Car & Manufacturing Co., 
Niles, Ohio; described in our issue of Nov. 20 last, are 
now in full operation. A considerable force of skilled 
car builders from various parts of the country has been 
secured and work has begun on the first regular orders 
received. 

In addition to the list of officers and heads of depart- 
ments, recently printed in these columns, appointments 
have been made as follows: A. W. Shaw, Assistant Super- 
intendent; John Meek, Foreman Paint Department; 
Frederick McBrien, Mill Foreman; W. F. Ray, Foreman 
Construction Department, and Don M. Campbell, Chief 
Draughtsman. 

The company is installing additional machinery as fast 
as possible and the plant is already a busy place. Some 
of the orders recently given to the company are as follows: 
Aurora, Elgin & Chicago Electric Ry., 30 45-ft. motor 
cares; Western Ohio Ry. Co., 20 45-ft. closed motor cars, 
and four 44-ft. work cars; Detroit United Rys., Detroit. 
Mich., 45 28-ft. closed motor cars; Toledo Railway & 
Light Co., 20 28-ft. closed motor cars. Several orders 
for passenger coaches for steam railroads will be shortly 
closed. 





The Bagdad Railroad. 


I have heretofore referred to the proposed railroad 
through Asia Minor and Mesopotamia to the Persian 
Gulf. It now seems that the final convention between the 
Sublime Porte and the German syndicate which ob- 
tained the concession (Nov. 17, 1899) is about to be 
concluded. According to generally accepted reports, the 
following are the principal conditions insisted upon by 
the Anatolian Railway Company : 

Leaving Konieh, the line will pass by Hamidie, Bag- 
dad, etc., to Bassorah, with six branch lines. The con- 
cession is for 99 years from date of firman, which will 
apply to the whole of the present lines of the Anatolian 
Railway, and 12 months is allowed for completion of 
plans and 12 years to complete the works. 

Other privileges are navigation service monopoly on the 
Chat el Arab, Tigris and Euphrates; construction of 
ports at Bassorah, Castabol, and Kazima; working of all 
mines not already conceded in a zone of 12.4 miles on 
each side of the line; exemption from customs duty on 
all material; exemption from all interior taxes, such as 
property tax and stamp tax; right to build brick and 
tile factories; installation of depots and magazines; 
monopoly for steamboat service between Stamboul and 
Haidar Pasha for the transport of passengers and mer- 
chandise. 

As to the state kilometrical -guaranty, the figures 
most frequentiy mentioned are 13,000 franes per kilo- 
meter ($2,509 per 0.62137 mile) per annum, plus 4,500 
francs ($868) for “frais d’exploitation,” which latter 
item looks somewhat like a permanent subvention, irre- 
spective of receipts. The length of the line will be 
about 1,500 miles. 

Considerable importance is attached to the inclusion of 
a clause allowing the railroad company to make advances 
to cultivators along the line, against mortgage on the 
property involved, G. BIE RAVNDAL, Consul. 

Beirut, Nov. 16; 1901. 
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Atchison, Topeka & Santa Fe Tandem Compound Decapod Locomotive—The Biggest and Most Powerful. 


Mr. JoHN PLayER, Consulting Superintendent of Motive Powel 


Mr. G, R. HENDERSON, Superintendent of Motive Power, Built by Turk AMERICAN LOCOMOTIVE Co. 
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The A. T. & S. F. Tandem Compound Decapod— 
Heaviest and Most Powerful. 





In our issue of Dec. 20, 1901, we mentioned two four- 
cylinder tandem compound decapod freight locomotives 
that were being built at the Schenectady works of the 
American Locomotive Co., for the Atchison, Topeka & 
Santa Fe. The locomotives are now working in Cali- 
fornia, near Bakersfield, and the illustrations here given 
include a photograph of one of them, locomotive No. 989. 
While in the description the tractive force, 55,300 Ibs., 
is given as a maximum obtained from indicator cards 
with the locomotive working compound, the proportions 
and weight make this the most powerful as well as the 
heaviest locomotive ever built. Up to this time the 
P., B. & L. E. locomotives have been the biggest, and we 
give in a table herewith some weights and dimensions of 
those and three other heavy locomotives for comparison 


with the Santa Fe deeapod : 





Gazette of Aug. 30, 1901. We gave at that time a de- 
scription of the valves, ports and cylinders in detail, and 
also gave some attention to the circulation of steam. 
Ixcept that the exhaust clearance of the A., T. & S. F. 
valves is less than that of the Northern Pacific, the valves 
and the setting are the same. "There are the differences in 
driving wheel diameters and cylinder proportions to be 
considered with the difference in clearance, and this we 
leave to the reader for reference to the earlier article, 
the subject always being interesting. ._ Reports from some 
locomotives of generally similar build are that they are 
‘doing good work and “drift” as freely as a simple engine. 
The illustrations include the cast-steel frames, the 
boiler, and general and sectional views of the locomo- 
tive. With the table and general description the pro- 
portions of this great’ piece of locomotive building are so 
fully set forth that we shall not enter upon repetition 
further than to say tlgtt to “assemble about 4,682 sq. ft. 
of heating surface and a-set of cylinders 1744 and 30 x 





COMPARISON OF HEAVIEST LOCOMOTEVES. 


Atchison, Topeka 
& Santa Fe. 





Name of tulider......-.+5. American Loco, Co. 
Size of cylinders........... ita and 30 x 34 in. 
care 1,800 Ibs. 

Weight on drivers......... 232 000 Ibs. 

Driving wheels diameter, in. 57 
Heating surface, sq. ft..... 4682 

Grate Oren, SG. £E.ccocsss 59.4 





The locomotive here illustrated is fitted up for oil- 
burning, but, as may be noted from the general descrip- 
tion, it is intended that soft coal shall be used when 
desirable. We therefore give the grate area in the com- 
parison with other big locomotives. The cylinder, saddle, 
and valve arrangements are practically identical with 
those of the Class Y-2 Northern Pacific locomotives as 
illustrated on an Inset and elsewhere in the Railroad 
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Pittsb’gh, 





Bessemer Union Illinois Lehigh 
& Railroad. Central. Valley. 
Lake Erie. 
Pittsburgh ly gg gh Brooks Baldwin 
24 xX 32 in. 23 x $2 in. 33 x x 30 in. S & 30 x 30 in. 
250,300 Ibs. 280,000 Ibs. 32,200 Ibs. 225,082 lbs. 
225.200 Ibs. 208,000 Ibs. 192 300 Ibs. 202! 2m — 
54 54 57 
8805 3¢ 322 3500 4104 
36.8 33.5 37.5 90 





34 in., on 57-in. driving wheels, in a total height of 15 
ft. 6 in. to the top of the stack above the rail and on a 
total wheel base of 28 ft. 11 in., with 259,800 Ibs. total 
weight to be taken care of is a feat worthy of the times. 
Perhaps it would be in order to congratulate the Schenec- 
tady Works upon turning out the first locomotive to out- 
weigh and outpull the P., B. & L. BE. locomotives, even 
though the transfer of prestige from Pittsburgh to Sche- 
nectady be now a matter entirely within the family of 
the American Locomotive Co. 

The general description follows: 

General Dimensions. 

GORGE iia sis othe Kaldis wale men wadeveceeeens eoimind 4 ft. 8% in. 
i EN eer rer min’ tere Oil and oe 
Weight in working order / ;..;, - eralen, § 229,800 Ibs. 
Weight on drivers......./ (weight by scales). 4 53'000 Ibs. 
Wheel base, driving PPP rr er TT Tree z 
Whee) Bade, TIS... inc ccc cree ie ccccces ocwes eh 
Wheel base, total........ccccccccccccecse see od 








Diameter of cylinders... .. 


Stroke of pistOM.......ccscccccccccsecsescsceccces 34 i 
Horizontal thickness of piston 5 
Diameter of piston rod.......... 
Kind of piston packing........... lain rings 
Kind of piston rod packing... .........eceeecceeees Jerome 
Tractive force working compound...........-+++ 55,300 Ibs. 
Valves. 
Wiivieh Gf sda: WAlWCGs 6. coc < Swe wcceceewnscess Piston type 
Greatest travel of slide valves........ccccccccccccves .6 in. 
Steam lap of slide valves........cccccccsceccreccece % in. 
Exhaust clearance. .........<<« a PS % in. L. P., %4 in. 


Lead of valves in full gear, line and line F. & LB. 
A 


in. lead at % stroke cut-off 





Kind of valve stem packing......... nee wae e e Jerome 
Wheels, Ete. 

Diameter of driving wheels outside of tire............8 57 in. 
Material of driving wheels centers........ -....-Cast steel 
Five MOMS << cndc008 Cendanert coddeuaceucacaee Shrinkage 
Driving box material..Main, cast steel; balance, 

steeled cast iron 
Diam. and length of driving journals. .Main, 10 


in. x 12 in.; balance, 9 in. dia. x 12 
Diam. and length of main crank pin journals, 
7 in, diam. x 8 in.; F. & B., 5 in. x 4% in. 
Diam. and ——_ of side rod crank pin journals. . 
Main side, 84 in. x 51%4 in. ; inter., 514 in. dia. x 5 
Engine truck, 5, iia Nie i fil 2 wheel swing bolster 
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Cast Steel Frames. 








75 
Riis TIMER. JORMA 6 vidi c ca cecceccccecaud 7 in. a, x a3 2 
Diameter of engine truck wheels..............eeeeee 0 in 
Kind of engine truck wheels..... .4 A. T. & S. F. pat 
tern, 3% in. tire 
Boiler. 
Style.... ... Extended wagon top, with wide -~ box 
Outside diameter of first MOM ce ccccensheveecunwe ue 8% in. 
Working pressure... ... 0... eee e eee eee eee eeees 325 Ibs. 


Material of barrel and outside of tire-box...C a steel 
Thickness of plates in barrel and outside of fire- 
13/14 in., ®/1¢ in., % in., i in. 





Horizontal seams....Butt joint sextuple riveted, 

with welt strip inside and outside 
CIREIIIOEIOD  SOGRNS So: occ cad awgawdes axe ie riveted 
ene MONO... <4 cerca nedtewraeuneeeees -108 7/16 in. 
URGE, (esis oo oe inee dceicricecsnwedaeguecunet 794% in. 
Po Sy RR ee ees Se Re ey 7914 in. ; B., 76U in. 
ba Oe | Re eer rte res Carbon steel 
Vire-box plates, thickness . Sides, 3% in.; back, 


in. § crown, 7/i¢ in. ; tube sheet, °/1¢ in. 





Fire-box, water space......Front, 4% in.; sides, 4 
“in. to 644 in.; back, 4 in. to 544 in. 
Fire- box, CLOW Staying se .c.6:s cess ences Radial 14 in. diam. 
Wive-bes, stay: Dols... ccccucteddes Ulster iron, lin. diam. 
TUM, MIAIGTION s cic cvicg vce anes aS .-Charcoal iron, No. 11 
Wu, “ME Os of cccecdawccruegeicaduede Pee ee |} 
Hy ee ee ea ON 1 a on a a 
‘Tubes, length over tube sheets..............-- 18 ft. 6 in. 
MEE Sada dcses cs ueinn ne hdc Arranged for oil burning 
RRGMRING SUNIROE, CURES <6 <3 ccc ccietece Fea ed™ ,476.5 sq. ft 
Heating surface, fire-hox..... 6c eccecceces cs SOUS ott. HE. 
Heating surface, COMET des cvadacnaddeanewans 4,681.91 sq. ft. 
Grate surface (when arranged for coal). .59.47 sq. ft 
Ash pan. . With air openings suitable ‘for oil burning now 
Exhaust pipes bciemeiee ewaaddee Liveuadenaseaadenes Single 
PG Ib ccccckucedewwon 51% in., 5% in., 6 in. diam. 
Smoke stack, inside diameter. .......cccceccccccece 15% in. 
Smoke stack, WOW ADOVG FAM. oso ccc ecscscnas 15 ft. 6 in 
oiler supplied by......2 eee, ‘Nathan Sim- 
plex, No. . & L., outside of cab 
d'ender. 
WRGMSIE, « CONE rs 5s dale taeduemuaeatocaee 60,000 ~ 
WHGGI MUNROE GE on 6 oc ced cbadeccecudcdaccunsaedeenne 
Wheels, diameter of 33 a 
Journals, diameter and length........ 51% in., dia. x 10 in. 
WW ee RE oak tr a:'s. an. af- ooo. 6 a a cuakir a a aa a ae eo ane ae 20 ft..4 in. 
Tender frdiMes:.....6ce0 A. T. & 8. F. St’d steel channels 
Watdl Caette.. 6453 ncctcandetecwesed 7,000 U.S.  ¥ 
Total wheel base of engine and tender............-- ft. 


The special equipment includes _ Westinghouse- Pier 
combined brake on drivers, tender and for train. 11 in. L. 
Il. air pump, Westinghouse engineers’ air signal, Le Chate- 
lier water brake on cylinders, sand blast, Leach triple, brake 
beams. Monarch, Westinghouse friction draft gear, Crosby 
steam gage 6% in face, three 3-in. Crosby open pop safety 
valves, one Nathan quadruple sight feed lubricator, and 
Boyer speed recorder. 





The Interstate Commission Hearing on the Northwestern 
Combination. 


Some extremely interesting testimony has been taken 
at Chicago before the Interstate Commerce Commission 
in the matter of the combination of the Northwest roads. 
Mr. Hill testified that the formation of the Northern Se- 
curities Company was brought about because the old 
men (some very old men) were anxious to get up a close 
corporation to which they could confide their interests 
with the assurance that the road would be managed along 
the old lines. He testified that the Northern Securities 
Company owns no stock in the Chicago, Burlingten” & 
Quincy Railway Company (the new company). *Zhe 
Great Northern and the Northern Pacific are the’ chief 
stockholders and elect the directors. The Northern 
Pacific and the Great Northern issued $216,000,000 joint 
bonds to pay for the Burlington stock. 

The Burlington was bought to get command of terri- 
tory into which to send lumber from the Far Northwest ; 
also to get control of coal territory for the service of the 
Northwestern roads, 

Mr. Hill denied that he had tried to buy the St. Paul 
road. He denied that he had exercised any control over 
or given any instructions to the officers of the Northern 
Pacific regarding its operation. He said that he had 
issued no instructions to the officers of the Burlington, 
but when they asked him for advice they got it; ‘some- 
times he volunteered advice. 

He asserted and re-asserted that competition does not 
reduce rates. ‘The condition of-the country makes the 
low rates which merely show how low a rate a railroad 
can give. . “It is a principle that a road must give the 
lowest rate it can.” He took the broadest view of the 
close and necessary relation between the railroad com- 
panies and the communities. 

Under the rebate system in competitive warfare the 
general shipper pays the freight which the big -shipper 
has dodged. 

Mr. Darius Miller, First Vice-Presideat and Traffic 
Manager of the Chicago, Burlington & Quincy, said that 
the Burlington was absolutely independent in its opera- 
tions and in making rates. He said that he had received 
no instructions in regard to rates from Mr. Hill or Mr. 
Harriman, 

Mr. Harriman testified that the Union Pacific holds 
between 35 and 40 per cent. of the Southern Pacific 
stock, or about $75,000,000. He said that neither the 
Union Pacific, the Southern Pacific, nor the Oregon 
Short Line has any Northern Pacific stock; but the 
Oregon Short Line had held some of this. 

The capital stock of the Oregon Short Line is between 
$27,000,000 and $28,000,000. It bought $78,000,000 
Northern Pacific stock last year, for which it paid $17,- 
000,000 cash and issued certificates of indebtedness for 
the rest. The Union Pacific furnished the cash and also 
took the certificates. Part of this cash was on hand, 
part was borrowed. This $17,000,000 had not been paid 
back to the Union Pacific. 

Mr. Harriman said that the Union Pacific interests 
thought that $28,000,000 should be spent in improvements 
of the Southern Pacific, and this idea had prevailed in 
spite of opposition. The expenditure will be for new 
equipment and for revision of line and grade. 

The Northern Pacific stock, which was bought by the 
Oregon Short Line, has been sold to individuals. He 
did not know to whom it was delivered. He said that 
no inducements have been offered to him to become a 
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stockholder in the Northern Securities Company; but 
“we” received securities of the Northern Securities Com- 
pany in part payment for Northern Pacific stock. The 
Oregon Short Line holds $50,000,000 to $60,000,000. of 
the Northern Securities stock. 

Mr. Harriman expressed the belief that if he or Mr. 
Hill, or any other man, owWned all of the railroads better 
fates could be given than by roads owned separately. 
That is, all of the business conditions could be taken 
advantage of. A shipment of some one commodity could 
be utilized to help out the movement of empty cars. In 
other words, there would be more elasticity in adapting 
It would be to the interest of the 
and to increase 


means to conditions. 
owner to induce the greatest 
the volume rather than to increase the rate. 


movement 


A Niles Four-Spindle Rail Drilling Machine. 

The Niles Tool Works Co., Hamilton, Ohio, is making 
a four-spindle rail drilling machine which we here illus- 
trate. It is especially made for drilling holes for fish- 
plate bolts and bond-wires in rails. 

The main spindles are adjustable by screws from 3% 
in. to 9 in. between centers, and will drive 114-in. drills. 
The bond-wire spindle is contained in one of the main 
heads, is 6 in. from the main drill and usually drills 
5-in. holes. The machine has power for driving all drills 
at once, All the spindles are mounted on one sliding head, 
which is counterweighted, has power down feeds with fric- 
tion release and quick hand movements. The rail to be 
drilled is set end-wise against an adjustable stop and 
clamped in place by a vise, so that all holes will come 
alike, It is the practice to set up these machines in 

















A Four-Spindle Rail Drilling Machine. 


One ma- 


pairs, one being right and the other left hand. 
and at a 


chine is set slightly in advance of the other 
distance somewhat greater than the length of a rail, then 
the ends are drilled in succession by two men, sliding 
the rail from one machine to the other. 


A Dynamite Explosion in New York City. 





On Monday of this week, at a few minutes after 12 
o'clock, noon, a great explosion of blasting gelatine took 
place on the work of the Rapid Transit Tunnel. The 
explosion was at Forty-first street and Fourth avenue, 
directly in front of the Murray Hill Hotel, and it caused 
more or less serious damage for two or three blocks either 
In the Murray 


way from the center of the explosion. 
and 


Hill Tlotel all of the windows on the 
east side were blown out; generally the sash was carried 
Many ceilings fell all through the 
One guest was 


north side 


out with the glass. 
house, and there were other disturbances. 
killed by the mortar which fell from the ceiling as he 
was lying in bed. Damage of was done 
in the Grand Union Hotel, and in many private houses 
and other buildings in the neighborhood. At the Grand 


the same sort 


Central Statien practically all of the windows on the 
Forty-second street front were wrecked and all of the 


clock dials were blown out ; but little damage was done in- 
side the building. So far as we learn no serious struc- 
tural damage was done to any of the buildings. 

Five lives are known to have been lost, and many peo- 
ple were injured. 

The explosion was of the dynamite in a powder shanty 
on the surface of the street over the tunnel work. From 
the stery of the man in charge of the powder shanty it 
seems that a blast jarred down a candle which fell among 


paper on the floor of the shanty. The man ran out and 
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got a pail of water and threw it on the paper, but the 
water was not sufficient to put out all that was burning; 
and then he fled. 

The sub-contractor for this section of the work is 
Major Ira A. Shaler, M. Am. Soc. C. E. Mr. Shaler is 
an experienced contractor and engineer, and a graduate 
of Cornell University, and served as Major in the First 
Regiment of Volunteer Engineers in Porto Rico. 

We have told briefly such facts as have been brought 
out up to the time of writing. It would be ‘untimely to 
any opinion as to the responsibility for this 
serious accident. Undoubtedly there will be great dam- 
ages to pay, apart from the serious loss of life, but we 
judge that the newspaper estimate of $1,000,000 prop- 
erty damage must be much exaggerated. 


eXpress 


Massachusetts Railroad Commissioners’ Report. 


The Railroad Commissioners of Massachusetts, James 
I’. Jackson, George W. Bishop, and Clinton White, have 
issued the thirty-third annual report of the Board; or, 
‘rather, that part of it which refers to standard railroads. 
The part which deals with electric roads is to appear 
later. The length of railroad in the State is substantially 
the same as last year, 2,108 miles. Three companies, 
the Boston & Albany, the Boston & Maine, and the 
New York, New Haven & Hartford, now operate over 96 
per cent. of the railroad mileage of the State, and their 
business constitutes 98 per cent. of all that shown in the 
Commissioners’ report. 

The statistics of mileage, capital, traffic and earnings 
appear in the report in the usual places, but they are 
this year given in the shape of a separate report, signed 
by the accountant of the board, Mr. F. E. Jones. The 
chapter on accidents appears as usual, but, as appears 
from reports in former years, this part is made up by the 
secretary, Mr. Crafts. Following the chapter on acci- 
dents is the report on bridges signed by Mr. Swain. This 
leaves only six pages of material which comes from the 
hands of the Commissioners themselves. The principal 
subjects here discussed are the need, in the near future, 
of a reduction of passenger fares; competition with street 
railroads; the physical condition of the railroads and 
their equipment; and grade crossings. 

In the matter of passenger fares the Commissioners 
say that the railroads have adopted their recommenda- 
tion of a year ago to sell 500-mile books at 2 cents a 
mile; and “under continued conditions of prosperity 2 
cents a mile for all long distance travel is to be expected 
at an early day.” Reference is made to two recent cases 
in which the board discussed demands for reductions in 
suburban fares for single rides, in only one of which a 
reduction was ordered. These have recently 
been reported in the Railroad Gazette. In passing we 
may say to the reader that these and other reports re- 
cently issued by the Massachusettts Commissioners are 
model documents of their kind. 

On the subject of competition with street 


decisions 


railroads the 


report says: 
“Within a few weeks frequent trains and lower fares 
have been introduced upon the Milford branch of the 


Boston & Albany Railroad, apparently with successful 
results. A year ago the single-track branch of the New 
York, New Haven & Hartford Railroad, connecting Fall 
River and Providence, was equipped with an overhead 
trolley system for use in the passenger service, the num- 
ber of trains increased from 16 to GO, and the fare re- 
duced from 50 cents to 20 cents. There is little reason to 
doubt that this enterprise has proved profitable, and the 
public has certainly realized benefits in the multiplication 
of trains and cheaper cost of travel. It may be remarked, 
in passing, that it was unfortunate that, in manifesting 
this progressive spirit, the management should have pro- 
vided such poor car equipment and inadequate accommo- 
dation in connection with through travel, and should have 
permitted the conduct of this electric service in disregard 
of published time tables. The convenient terminal facil- 
ities and four-track system of the New York, New Haven 
& Hartford and of the Boston & Albany Railroads [at 
Boston] invite a further development of the competition 
with the street railway, in affording such seemingly fa- 
vorable conditions for electric circuit service through a 
populous suburban district.” 

In reporting on the inspection of railroads the Board 
makes a retrospect for five years, during which time there 
has been marked improvement in road, equipment and 
One hundred and thirty-three new bridges have 
been built and 259 strengthened, and 140 grade crossings 
have been abolished. Many interlocking and signal plants 
have been put in, but there is need of more equipment of 
this kind, “which should be provided at an early date.” 
There are many new improvements in engines and pas- 
senger cars, but there are “still in use too many pas- 
upon which no favorable comment can be 
made.” In ,the five years the New Haven road has built 
18 new stations, the Boston & Maine 19, and the Boston 
& Albany 8. In cost and attractiveness of stations the 
Boston & Albany “excels not only in Massachusettts, but 
in the country.” 

The grade crossing fund has been exhausted; that is to 
say, in the past 10 years the State has spent about five 
million dollars for the elimination of grade crossings, 
under the general law, besides large sums under special 
acts, The Commissioners recommend, as did the governor 
in his inaugural address, that the past policy of the State 
be continued; that a new appropriation be made. ‘There 
can be no question that the permanent benefits received 


facilities, 


senger cars 
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by the railroad, the street railroad, the traveling public, 
and the taxpayers from the abolition of crossings are 
worth all that they cost.” With the growth 6f the street 
‘ailroad system these companies are interested in the 
grade crossing question as their lines when on private 
property are traversed by cars at high speed. The same 
restrictions which apply to a steam railroad crossing a 
highway should now be applied, in many cases, to the 
electric road. 

The board has to approve issues of stocks and bonds; 
and in so doing has to make an estimate of the value of the 
railroad interested. Heretofore this valuation has been 
made by an expert employed by the railroad company ; 
but the Commissioners call attention to the fact that 
they should have power to employ an expert of their own. 

The statistics of accidents show a remarkable falling 
off from the preceding year. The total number of persons 
killed during the year ending June 80 was 179; injured, 
4382; total, 611. The total for 1900 was 927; for 1899 
it was 1,072. In the year now reported there were no 
passengers killed by train accidents; the total number 
of passengers killed was 4; injured, 33. The number of 
employees killed in coupling accidents was five, which is 
one less than in the year preceding; injured, 93, as 
compared with 165 in the year preceding. The number of 
persons killed at grade crossings during the year was 
22; injured, 15. There are 2,001 grade crossings in the 
State. The more dangerous crossings, to the number of 
202, have been abolished during the last 11 years. The 
ratio of accidents, at crossings protected by gates, flag- 
men, or bells, was one in 54; and the ratio at crossings 
unprotected was precisely the same. 

The report of the bridge engineer shows 21 new bridges 
built during the year, all being of metal. Of the 29 
wooden bridges classed as “rebuilt,” 14 were replaced by 
metal bridges. 





The Fourth Avenue Tunnel Disaster. 





The inquest before Coroner Scholer, which was partly 
reported in our last issue, was concluded on Jan. 24. 
The principal witness on that day was President New- 
man, of the New York Central. The essential parts ot 
his testimony are given in our editorial columns, where 
also¢will be found the verdict of the Coroner’s jury. The 
engineman of the New York Central train, Wisker, was 
not called to the witness stand. 

The Railroad Commissioners began their investigation 
of the collision on Jan. 23. At this investigation Mr. 
«. L. Addison, of the Long Island road, testified that 
the signals in the tunnel were as good as any he knew of. 
Ile did not believe in audible signals, but “thought that 
a system of continuous lights from the distant to the 
home signal might be a good thing. 

Mr. John T. Cade, who had been engaged by the Dis- 
trict Attorney to examine the signals in the tunnel, told 


” 


the Commissioners, in answer to questions, that he had 
seen tunnels where the atmosphere was worse, but never 
one where the traffic demands were greater. Reviewing 
his experience of twenty-four years in this and other 
countries, Mr. Cade said that the Fourth Avenue Tun- 
nel was as perfectly equipped as any he knew of, anil 
much better than some. 

Q.—How is it better? 

(.—Can you suggest any change, regardless of ex- 
pense, which will make the tunnel safer? A.—I think 
any change in the present system would be dangerous. A 
multiplication of safety devices leads to confusion and 


A.—It has duplicate signals. 


danger. 

Q.—Can you think of anything we can put in the tun- 
nel that will improve matters? A.—I cannot. But | 
would like to say that if I had my way I’d take some 
things out. I’d take out the torpedoes and gongs, and 
I’d make the engineers see the danger signals. A mam 
has no right to go ahead with his train under any cir: 
cumstances unless he sees a clear signal ahead. 

Q.—How about having men at home signals to set off 
torpedoes instead of depending on a mechanical device’ 
A.—In England that method is employed. It is unre- 
liable. 

General Superintendent Platt, of the New Haven road, 
asked if he had any suggestions to make, said: 

One hundred and twenty millions of people have been 
sarried through that tunnel and there has never been an 
accident save by the failure of the human equation. 
which cannot be eliminated from the transportation prob- 
lem. There is no track in this or any other country so 
safely signaled as the Park (Fourth) Avenue Tunnel. 
All these signal systems, such as a light in the cab, a 
whistle in the cab, the automatic setting of the brakes. 
are of no use because they go on the theory that unless 
a danger signal is out everything is safe, which is 
fundamentally wrong, as Mr. Cade has explained. The 
higher the development of these devices the worse they 
are, because they start wrong. 

On Jan. 25 the railroad compeay issued an order limit- 
ing the speed of all trains threugh the tunnel. Between 
Fifty-fifth street, the south ene o. the tunnel, and Ninety- 
sixth street, the north end, al! trains must take at least 
six minutes, which is equal to about twenty miles an hour. 

On Jan. 27 the State Railroad Commissioners issued 
the order given below. The Board also prepared a bill 
introduced in the Legislature, empowering it to prohibit 
the future use of steam locomotives in the tunnel. The 
order of the Board is as follows: 

The Board of Railroad Commissioners hereby recom- 
mends and directs, as immediate and preliminary means 
for the lessening of dangerous conditions and the secur- 
































ACCOMPANYING ‘tt Ratthtoay Gazerts, Fanvary 31, 1102, 
















































ek meal 
157 1S8 159 160 
Somerset 
s ee ~= 2 ? 
I Union Semaphore Gignal. Union Sernaphore Signal, Distant. Union O1g¢ Signal, \ Uni 
(° 
a 4 
160 tol o2 163 167 108 169 
Elihu Cedar Grove. Tateville. Alcorn. Sloans | 
2 4 P 
e i ae. A , ¢* f. at Rive 
- na's bd LS tad > T 
s * it “4 ‘om 





















































182 183 184 185 180 {87 188 189 
Flat Rock. ie Rock. ‘ e Marshs. Whitley = 
2 °) 4 2 a 
—— LA ad c i tld cal he ' y 
ie oo ' 7 — a | Oe Y 
é ] # Tl # [ tT. Tr 
is 3 © aie 4 ir poy 4 4ar 
ra 2 = oo Play 5 4 Paar ‘45 z 5 aa 
45 45 5 
20 — 202 203 204 05 206 207 208 209 
in ead. ; m Oneida. Winchester. 
2 / oe: z 2 
3 Hf Fal is Fal sf at? e ar , 
x t ' + 4 <a} t + y 
9 


i fe . . * <= 





2 4 1.5 15 
eee toons 5 ioe ere fa. se ates ws, wr 

















e220 a4) 2r4 225 220 227 228 P29 z 
Rugby| Road. ” : Huffmans. 2 Sunbrigh 2 
229 oe ° 2Pic ane 
T et T 5 

oe 5 oe" ow” 

4 4 3.5 
: 4: r 45 Sent see 2_3 5 2 3 54 4_-S 2 7 

40 Al 742 PAZ 244 745) ; B46 747 248 Ag 





























Pol Por 2o3 PO4 205 266 267 
Cardiff. Tarwater] Pyotts. Rock wood. 
“I =? st “ yt / 54 gt an 
+ + > ou nl i t | z+ 
> qT es = T 4 
ie) a gor 4 gor - all x qe? ° 
3 5 2 4 
Ge eg Sr as M44 5—-—o 
282 283 PBL _ 285 ?BO ?B7 
Sheffield @ 
tie ia Letty |e |e 
. 














Ge : oe aan 
a a a: en a 




































































LS 
J WS ir} 7 a 
300 301 30? 303 304 306 307 
Graysville. Coulterville. | Sale| Creek. 
& a 
af * x wai! i 1 
oe a is xt Le wf a ca a 
° 4 — 
Ea htt — Es a Fae OLD coal a =F" aaa be ond” ie th. 
320 32! 323 324, 325 326 327 328 3Po \3 8 
; . 
| Spr ral at Hixon sai ‘i a ‘ 
sR es | be 
o t Vr = TT rT n 
b* L L # 1. Ls lo 
S 9 | —S | — 
U l= 38 
AUTOMATIC BLOCK SIGNALS ON THE CHATTANOOGA DIVISION OF THE CINCINNATI, NEMORL? 
Nore. The location of signals which are ete er: 



















































vane, i. on Drse Ggrial, Dis tears. _ Clockh-work gigra/. ao Clock-work jigrial, O15 tarrk ~@ Wverlaps. ae 74s. 
— i71 175 176 117 Be umecicne 180 
5 alléy, ‘Greenwood Uplanck Falls. Comercial 
; o aa ° S eo ? ee? 
a= + t ° = 2 —¥ 
= ii wr us 197 
oe 
» 19 192 193 194 195 26 Jellico. 197 198 199 200 
Pemberton. Pine Knot. Bryants. Strunks Lane. 
) 2 2 2 A isham 2 z 
‘ e a ae ra fT 
a 4 J “1 bt 1+——+$- at te =x? 
; od i 6 * 4 q 














fa PRS Pe " 233 234 235 230 Car 238 £359 240 
Mt. 2 


2 Pilot 
7 ” ° % 6 







































253 254 255 256 257 258 259 260 
Mine - Harriman Je. - Emory Gap | _ Carters| 
9° * if? ar 
ACN aS | 


ee ae 
a 40 oe Tenn. Cerr. Fy. Ls ad ; 


2 a et. 2 @ 6 4 
25 SS 6 6 4 4 3 


hi 





273 214 275 216 277 278 279 280 


| ‘ F Lorraine. 

BF - oo yA 
0 

ge = a 4 Z ey pam < 

LL * lp te ca P 





























co ! 2 
Jy Bole =, 05° eel ae se 
293 294 295 7296 297 298 299 390 
ks | £23 +f er a af \* " | 
HF F oe, iy b eed 
rT 7 a mw 
bs bes ts 7 






































2 ! 
—£, fac allt Nea cme pemmemel es 
JIS 314 315 3I@ 317 318 319 320 
Rathburn. | Melville. P | 
Za 9 = Spur av e os 
ig gt Ties ey |g? | 
A"; ke “\ Art 
bes ~ * + = * 
Ce ee — AA 
3 3 3 I 1 ! { 45 
vr Chattanooga. 
bee 33) 332 Winters 333 Citico 334 |, 
. a ‘, a a wy 
Ree (ca \, -Gac8 +h 
- = sul i ‘ a * ececmen |. it 
wy | = ; toe" 
4 tod Seek \ 
~ -_— eae oes 45° 
le ome gr 5° 


TI, NAPRLEANS & TEXAS PACIFIC RAILWAY COMPANY, SOMERSET TO CHATTANOOGA. 


are et ervcted is indicated by dotted-line symbols. 














smasoSs, < 

















BATES 


JANUARY 31, 1902. 


THE RATLROAD GAZETTE — 











ing of safe operation in the New York and Harlem Razl- 
road tunnel in New York City the following: 

First—That no train be allowed to run at a greater 
speed than eighteen miles an hour in the Fourth avenue 
tunnel, under existing conditions of terminal facilities. 

Second—That no cars carrying passengers, in which 
oil is used for illuminating purposes, be hauled through 
said tunnel. 

Third—That no engineer be detailed or permitted to 
run a locomotive engine through or in said tunnel, in 
sole control of said engine, until after he has made at 
least twenty-five trips over each track through said tun- 
nel, being one hundred trips in all, under the pilotage and 
instruction of.an engineer who has had experience of at 
least two years in running engines through said tunnel; 
that a record be made and kept on file in the office of the 
manager of the Harlem line, so called, of each day of 
such probationary running, giving the date and time of 
such runs, the tracks over which such runs are made, 
and the name and term of service of the probationary 
engineer and of the instructing engineer or pilot. 

Fourth—-That no soft or bituminous coal be used for 
the stoking of locomotive furnaces while running through 
said tunnel, nor shall any locomotive be moved into or 
through said tunnel unless the fire then in its furnace 
shall be in a coked and incandescent state or condition, 
and has ceased to discharge black smoke; in the event 
that the fire need restoking while in or passing through 
the tunnel, such restoking shall be made with charcoal, 
coke or anthracite coal. 

These four recommendations and directions to take 
effect within twenty-four hours after the service thereof 
upon an officer of each of said companies. 

Fifth—That in the signal lamps used in said tunnel, 
the lenses be ground instead of pressed, the present 
lenses to be replaced as soon as practicable; also that 
the green glass in the signal lamps in said tunnel be re- 
placed with a proper lighter shade of green as soon as 
practicable; also, thet all these signal lamps be sup- 
plied, as soon as practicable, with circular wicks instead 
of flat wicks. 

That the companies shall notify this Board 
three days after the service hereof upon an officer of each 
of said companies when those recommendations and di- 
rections will be complied with. 

Section 1—The Board of Railroad Commissioners of 
this State is hereby empowered, in its discretion, to «i- 

rect that in what is commonly known as the Fourth ave- 
nue tunnel, New York City, extending from Ninety-sixth 
street south, and the open cut and yard extending to and 
into the Grand “Central Station now operated by 
the New York Central and = ITfudson River Rail- 
road Company and the New York, New Haven and Iari- 
ford Railroad Company, no steam locomotive shall be 
operated after a date to be fixed, by said Board. > Said 

Soard may permit, for a limited period, the operation of 
steam locomotives in said tunnel, after the date so fixed. 
if it shall appear to it that such operation is temporarily 
necessary, pending the completion of the work and ar- 
rangements required for operation of trains by other 
motive power. Pending the discontinuance of operations 
of steam locomotives in said tunnel, said Board may di- 
rect in detail the manner in which all steam locomotives 
and trains shall be operated in said tunnel, including all 
matters which are or may be involved in their operation. 

Section 2—All acts or parts of acts inconsistent with 
this act are hereby repealed. 

Section 8—This act shall take effect immediately. 
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New York Railroad Commissioners’ Report. 
The State Railroad Commissioners of New York, A. W. 
Cole, F. M. Baker, and G. W. Dunn, have issued the 
Nineteenth Annual Report of the Board. The report 
opens with a brief chapter on the general railroad situa- 
tion. Of the 92 millions increase in gross earnings in the 
ve States, for the last fiscal year nearly one-third 

yas on railroads reporting to this Board. The Commis- 
sioners receive few complaints as to freight or passenger 
rates. The Board favors the project, which has been 
started by the Produce Exchange of New York City, to 


make the Commissioners’ decisions on freight and pas- 
senger rates binding on the railroad company until mod- 


ified or set aside by a court. 

The length of railroad in the State, June 30 last, wa 
8,144 miles, an increase of 44 miles over the ese 
year. Five passengers were killed in train accidents 
during the year and 11 in other accidents. The totals in 
the accident record are as follows (not including elevated 
roads) : Sixteen passengers, 250 employees and 529 other 
persons killed; 375 passengers, 766 employees, and 409 
other persons injured. The number of employees killed 
in coupling or uncoupling cars was 11, the same as in 
the preceding year; but the number injured, 44, was 138 
less than the total of 1900. The Commissioners have 
had their inspector investigate every accident of impor- 
tance during the past year, but they have come to the 
conclusion that this takes too much time and that the 
inspector had better be devoting himself to something else ; 
but he will still investigate accidents which seem to de- 
mand special attention. The Board does not give out 
information about accidents; they are made public only 
through the annual reports. 

The general business of the Board during the year is 
represented by 303 hearings, applications, complaints, etc., 
and 115 accident investigations. This last includes both 
steam and street railroads. The Board held during the 
vear 261 public hearings. 

The report gives a long statement of the questions 
pending before the Board concerning changes in grade 
crossings, and also a list of the cases where changes 
have been made in the past two years. Under the special 


law, passed about five years ago, 67 grade crossings have 
been abolished and on 12 more the work is nearly fin 
ished. In 22 other cases work is expected soon to begin. 
In 16 cases the Commissioners want a bridge, but the 
local authorities will not acquire the necessary land. <A 
number of illegally established, have been 
The Board allows new crossings only after most 


crossings, 
closed. 
full and careful consideration. 

In the four years that this law has been in effect the 
State has appropriated for changing grades, $367,500, 
or at the rate of $100,000 a year,-less the expenses of the 
Board in this behalf. The report accounts 
of the grade crossing laws in Massachusetts, Connecti- 
cut, Ohio and Maine. 

The aggregate length of the street surface railroads in 
the State is 1,619 miles, an increase of 118 miles over the 
preceding year. The number of tons of freight carried 
railroads during the year was 478,311, nearly 
Other sta- 

following 


gives brief 


on these 
twice as much as during the preceding year. 


tistics of street surface roads appear in the 








table (cents omitted) : 
For year end- For year end- 
ing June sv, — ing June 3v, 
1901. 1900. 
Capital Goth. 6.25.63 cdscnencee GEe 3,558,45 39 $182,510, 
Pag 0 1 Se eerie 196,344,650 +73 
Wee EI oo cs cS ecceacans 53,749,456 49,029,361 
Cost of road and equipment.... 386,696,257 370,015,238 
Gross earnings from operation. . 43,068.405 40, ss 1,563 } 
24,501,456 23 


Operating expenses i eb ek 
Net earnings from operation... 
Income from other sources. .... 


18,566,949 
1,767,354 











Gross income from all sources.. 20,334,303 
VAKee.. «> ay eka desk cmt Sk wed 2,346,996 
Mise ellaneous ... ea aes 2s 686 
Interest paid and accrued...... 9,388,593 
ar ere 7,43: 463 





, 
Surplus for the year. .......... 1,007,783 5U8'616 
The items of interest and dividends include interest and 
dividends paid by from rentals received from 


lessees as follows: 


lessor's 


1901. 
Interest 
Dividends a 

The neil age er dividends ins capital stock of street 
surface railroad companies, for the year ending June 30, 
1801, was 3.84; in 1900, it was 3.77. 

Street railroad companies do not bear any part of the 
expense of eliminating If the Legisla- 
ture should decide that these companies ought to pay a 
part, it is recommended that the commission be empow- 
ered to determine what the share shall be. 

24 employees and 108 other 
railroads of the 





grade crossings. 


Twenty-eight 
persons were killed on the street surface 
State during the year to June 30, and 425 passengers, TS 
employees and 364 other persons were injured. 

The expert of the board has inspected the street rail- 
roads of the State during te year, and his work has re- 
sulted in the irstallation of derailing devices at points 
where street roads and steam railroads cross at grade; 
also in many other improvements. Speaking generally of 
electric railroads the inspector of the board reports as 
follows: 

“Nearly all of the suburban roads of this State are 
single track. The gradual change which has been made 
in cars and equipment on this class of roads, and the 
speeds at which they are now operated, have 
increased the number of accidents. While this 
true of the suburban roads, the accidents 


passengers, 


higher 
largely 
is especially 
are pot confined to this class of roads, a 
occurring on city roads. 

“The physical conditions of the roads have been much 
improved in the past year. This has been done by replac- 
ing old rails with new, adding new ties, surfacing and 
ballasting track, replacing wooden structures with iron 
bridges, the placing of derail switches and guard-rails, 
the addition of improved brakes, sand boxes and oil tail- 
lights. Many of the companies are now providing their 
employees with printed books of rules, and printed time- 
tables showing the leaving time at the termini and the 
time at meeting Several electric railroads are 
now equipped with block signal systems, and on three of 
them cars are now operated under a train despatching 
as complete as is in use on most of the steam 


large number 


points. 


system, 
roads. 

“A large portion of all of the city roads is now con- 

girder rail and 56 to S0-lb, T-rail, which 

4 and 6-in. girder and the 35 and 40-Ib. 

This improvement in construction 


structed of 9-in. 
has replaced the 
T-rail formerly used. 
is also true in cases of suburban roads. 

“Notwithstanding what has been said in reference to 
the improvement of track, roadbed, cars, equipment and 
method of operation of the electric roads of the State, 
the large number of accidents occurring on them show 
that these improvements should be continued.’ 

The Board repeats its recommendations of former years 
concerning features of electric railroad service in which 
improvement is desirable. 


The Burning Up of Electric Cars. 





Week before last we printed a letter from Mr. George 
Westinghouse, which called attention to certain dangers 
now existing in electric traction. The same letter was 
printed in the New York Times. Its publication was fol- 
lowed by quite a storm of letters and editorial articles 
pointing out the ignorance of Mr. Westinghouse and his 
Bourbonism in thus obstructing progress. But he was 
right in spite of the able editors, the amateur 
critics and the electric promoters, as will gradually be 
made clear. Meantime we print below part of a further 
letter from Mr. Westinghouse to the Times on the same 
subject : 

“No one can have a stronger belief than I entertain 


exactly 





of the advantages to be derived from the use of electricity 
in the operation of trains. A lifelong experience, how- 
ever, in connection with safety appliances upon railroads 
has caused me to view the subject from quite a different 
standpoint from that usually taken, especially by in- 
ventors and promoters, and in some cases by manufae- 
turers of electrical apparatus, who evidently dislike to 
emphasize the dangers attending the application of so 
much electrical machinery beneath the ordinary com- 
bustible cars now generally in use and the utilization of 
which has been contemplated in order to keep down the 
total cost of installation. 

“T believe a further useful purpose will be served by 
particularizing some of the dangers to be guarded against 
in the fitting of trains with electrical apparatus: 

“1. A great advantage of electric traction is the possi- 
bility of a much higher This, however, while not 
extending the vision of the engineer in charge of the 
distance within which 


speed. 


apparatus, will require a greater 
to stop the train. 

“2. When many tons of electrical apparatus are dis- 
tributed beneath several cars of a train, and of necessity 
more or less loosely supported, and between which and 
the rails and roadbed there is but a small clearance, it is 
evident that much greater precautions will have to be 
taken than is ordinarily the case with the running gear 
of the present steam cars, derangements in which have 
often been the cause of accident. 

“3. Electrical apparatus supported beneath the car 
can develop by means of a short circuit heat energy suf- 
ficient to instantly ignite cars of wood construction, and 
this has occurred repeatedly, 
of safety appliances, intended to guard 
currences. 

“4. When a total wreck results 
and experience has shown that accidents are inevitable 
whatever the mode of propulsion, the debris scattered over 
the “live” and other rails would render useles the ordinary 
circuit controlling devices which may be located upon the 
non-combus- 


notwithstanding the presence 
against such oc- 


from an accident, 


cars. This emphasizes the importance of a 
tible construction of cars.” 


The Power Brake for Street Cars. 


The following communication regarding power brakes 
cars is from Mr. KE. A. Hermann, Sewer Com- 
missioner of St. Louis, who was for 15 years assistant 
civil engineer on the Pennsylvania and Big Four rail- 
It was written for the St. Louis Globe-Democrat : 
brakes on electric street cars 
is becoming more apparent every day. The long list of 
casualties can leave no room for doubt that mechanical 
as. well as 


on street 


roads. 
“The necessity of power 


power is required to quickly stop these cars 
to put them in motion. 

“Electric street cars are a development of the former 
horse cars, but the conditions of their operation are much 
more nearly like those of the steam railroad cars than 
of the old horse cars; the same precautions and provisions 
made for the safe operation of steam railroad cars should, 
therefore, be made for the safe operation of electric cars. 

The difference between the action of hand brakes 
and power brakes is this: In the hand brake the power is 
applied by slowly increasing from a minimum to a maxi- 
brake the power is applied instantly 
and held at its maximum. The total amount of power re- 
quired to stop a car moving at any given rate of speed is 
the same, whether that power is applied by a 
slow increase to a total or by a quick application of the 
total, but if the total amount of power is expended in a 
short time the car will stop in a short time and conse- 
quently in a short distance. 

“A motorman winding his hand brake with the utmost 
energy can not escape losing fractions of most precious 
seconds, on which life or death depend, before he is able 
to make the application of power appreciable in retarding 
the speed of the car, although when the ear finally does 
stop he will have expended just the same amount of 
power as the power brake which would have applied its 
maximum power instantly, and expended the same total 
amount of power in one-tenth the time and distance, 
and thereby stopping the car in one-tenth the time and 
distance possible with the hand brake. 

“Power brakes are in use on the electric cars running 
in East St. Louis and Belleville, Minneapolis and St. 
Paul, the lines radiating from Cleveland, Hart- 
ford and many other cities. 

“Some interesting experiments were made last week 
with the compressed air brake on the electric car owned 
by this city and operated on the city’s railroad between 
the waterworks pumping stations at Baden and _ the 
Chain of Rocks. The car was stopped within the follow- 
ing distances when running at a speed of: 

“Twenty-five miles per hour, stopped in 120 ft. 
the width of the average street ). 

“Twenty miles per hour, stopped in 100 ft. 
of Lindell boulevard). 

“Fifteen miles per hour, 
of the average street). 

‘Ten miles per hour, 

“Hight miles per hour, 
the average alley). 

“The speed fixed by ordinance for the electric cars of this 
city varies greatly with the different lines. Taken as a 
whole it may be said that the ordinance speed shall not 
exceed eight miles per hour in the area between Grand 
avenue and the river, Chippewa and Salisbury 
and not to exceed 15 miles per hour outside of this dis- 
limits.” 
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EDITORIAL ANNOUNCEMENTS. 


CONT'RIBUTIONS—Subscribers and others will ma- 
terially assist us in making our news accurate and com- 
plete if they will send us early information of events 
which take place under their observation, such as 
changes in railroad officers, organizations and changes 
of companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, caperiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining to 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
notices of meetings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published, 

ADVERTISEMENTS—We wish it distinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT IN THE ADVERTIS- 
ING COLUMNS. We give in our editorial columns OUR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, etc., to our readers, can do so fully m our 
advertising columns, but it is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage. 


Last week, in giving figures showing the output 
for 1901 cf the various locomotive building works in 
the United States, we were unable, because of lack 
of official figures, to say how many were compound. 
We now learn that of the 3,384 locomotives built 
during the year, 825, or a little more than 24 per 
were compounds. This is 280, or about 66 
per cent. more than in 1900, when 545 out of a 
total output of 38,153 locomotives, 17 per cent. were 
In 1899 the output of this type of lo- 
comotive was 339, or about 14 per cent., and in 
1898, 373, or 20 per cent. of the total output. 


The Canal and the Railroads. 


cent., 


compounds. 


Isthmian canal matters have been quiet the last 
week. The Supplementary Report of the Commis- 
sion seems to be a hard nut for Senaicr Morgan, 
Mr. Hepburn and other uncompromising Nicara- 
guans. Now, while we are breathing, it is not with- 
out interest to think a moment of the attitude of the 
railroads towards an Isthmian canal. One of the 
favorite propositions of the editor and the agitator 
whoknow nothing about the matterexcept what other 
editors and agitators say, is that this whole matter 
has been blocked for years by the “railroads,” and 
that the present movement towards Panama has 
been deliberately inaugurated and promoted by the 
railroads to kill the whole project. 

For years we contended that the 
of the canal were the men who were trying to force 
us to take up the project of the Maritime Canal Com- 
pany, and commit the United States Government to 
Nicaragua on the and dimensions laid down 
by Menocal and his associates. They fought sturdily 
for a long time against any government investiga- 
tion, and insisted that any man who wanted to delay 
matters until the truth was known and facts were 
ascertained was a wicked person, in the pay either 
of the British Government or of the railroads. We 
took the ground that the quickest way to settle this 
matter was to send a competent, impartial commis- 
sion to the ground and to the existing records, with 
ample time and money to make an adequate study. 
Finally this has been done, and now we have the 
result in much the wisest report that has ever been 
made on this long-studied subject. 

But to go back to the railroads, we have long held 
that the railroads as railroads are not opposed to 
the Isthmian canal. Such work as has been done at 
Washington in opposition to the canal has been by 
individuals who wanted to save the country from 
We doubt if any railroad company has 
cent out of its treasury for an anti-canal 
lobby. On the other hand, many railroad men have 
been much in favor of an Isthmian canal. It must 
be obvious to any man who can see beyond the 
editor’s desk that if any interest in the country can 
Allof the railroads 


worst enemies 


lines 


u mistake. 
paid a 


profit byacanal it is the railroads. 


giving communication between the interior and the 


seaboard on the Atlantic and on the Pacific will 
profit by this canal if anybody profits by it; and 
even the transcontinental roads will gain by it more 
than they will lose if it does one-half of what its 
advocates expect it to do. That is, trade will be 
developed along the Pacific Coast which the trans- 
continental roads wiil carry to and from interior 
points; and the great development, so far as they 
are concerned, will be in the higher class and more 
profitable freight. Put further, if the editors and 
agitators who believe in the railroad bogie will think 
of this matter with a globe before them they will get 
a little additional light. If they know enough to 
know what great circle sailing means, and what a 
great circle is, they will discover that San Francisco 
lies Traciically on the great circie passing from the 
Pacific end of either canal to Yokohama and Hong 
Kong. It follows then that ships trading to Asiatic 
ports would call at San Francisco to coal and to take 
on mails, passengers, and light and high-class freight 
in the movement of which time is important; and ail 
of this business would have been carried across the 
Continent by the railroads. 


The Verdict on the Tunnel Accident. 


The District Attorney has secured his verdict 
against the New York Central in the tunnel matter. 
If he had any standing before the Coroner it was as 
a helper in learning and making public the facts. But 
he took the part of a prosecutor and used the com- 
mon devices of criminal practice to get a conviction. 
He withheld evidence; he distorted evidence; he di- 
verted attention from the real point, and he inter- 
jected stump speeches to prejudice the jury against 
the company. We are deeply sorry for this revela- 
tion of Mr. Jerome. It is a misfortune to the city of 
New York that he should so suddenly reveal himself 
as, in character, a man of the third grade instead of 
the first grade. No doubt, he will yet be a useful 
officer, but he is not likely to recover the place in the 
opinion of wise and high-minded men which he has 
lost. Early in the proceedings he took the high ground 
that lawyers representing persons interested were 
not to be permitted to interrupt the dignity of the 
proceedings or to befuddle the jury, but he promptly 
turned his abilities to securing a popular verdict; or 
to establishing a preconceived opinion, or to doing 
both. 

The verdict of the coroner’s jury says: 

“We further find that the said engineer, John M. Wisker, 
owing to the heavy atmosphere, due to weather conditions, 
together with the presence of large bodies of steam and 
smoke escaping from trains passing on various tracks in 
said tunnel, obscuring said signal. was unable to locate said 
danger signal. 

“We further find faulty management on the part of the 
officials of the New York Central & Hudson River Railroad, 
and we hold said officials responsible for the reason that 
during the past ten years said officials have been repeatedly 


warned by their locomotive engineers and other employees 


of the dangerous condition existing in said tunnel, im- 
perilling the lives of thousands of passengers, and they 
have failed to remedy said conditions; and also for the 


reason: that certain improvements in the way of both yis- 
ible and audible signals could have been installed, and this 
disaster thereby have been avoided, and for the further 
reason that no regulation of speed at which trains should 
run in said tunnel has been enforced, thereby allowing en- 
gineers to exercise their own discretion.” 

We find nothing in all the testimony that justifies 
this expression of the opinion that better signals 
could have been used. We do find it reported, how- 
ever, that one of the lawyers of the railroad said 
that unanimous testimony had been brought out to 
show that the present system is the best in the world. 

“The District Attorney,” said he, “has received a report 
from an expert on signals of his own selection, Mr. Cade. 
Ile pronounced our system the best that can be devised. 
Now, I understand this expert is not to be called. I think, 
under the circumstances, it is only fair to ask Your Honor 


to instruct the District Attorney to change his line of 
examination.” 
This report was not put in evidence. On the con- 


trary, there was an obvious purpose to belittle the 
evidence of the signal experts and to becloud the 
minds of the jurors as to the competence of the offi- 
cers. Here are some extracts from Mr. Jerome’s ex- 
amination of Mr. Newman, the President of the road: 
» (. What powers and responsibility has Mr. 
got over this Harlem line from Fifty-second street to the 
“yv? A. He has full charge of the trains and operation 
of the signals, full charge of everything except construction 


Franklin 





and maintenance. 

Q. Now, when you became the official superior of Mr. 
Franklin, did you or did you not make any inquiries into 
bis fitness for the position? A. I made a general inquiry 
2s to the fitness of all the staff. 

Q. In regard to Mr. Franklin 
Franklin among them. 

Q. Did you consider that the training of a conductor on 
a railroad was the kind of training to fit a man‘for handling 
travel road like the Harlem line from the ‘Y” to 
Fifty-second street? A. That certainiy is a very good 
training for a man for that position. 

Q. And you think that the training of a conducter would 


specifically? <A. ° Mr. 


over a 


especially fit a man for the determination of whether a 
given system of signals in a place like the tunnel was the 
safest? <A. As to the signals, I presume they were selected 
by men who were experts in that line. 

Q. Did you find out whether they were or not? <A. 1 
did not make any special investigation of that. I have 
since the accident made an investigation, and I have reason 
to believe that it is as good a method of signals as can be 
obtained. 

Q. On whose judgment did you rely in this matter? A. 
The man who had charge of the signals was Mr. Franklin. 
Mr. Wilgus, our chief engineer, on whose judgment we 
relied very strongly, has had charge of the installation. 

q. Has your reliance been placed on Mr. Wilgus or 4: 
Franklin? <A. On both of them. a Si 

Q. Were you aware of the qualificationss which Mr. Wil- 
gus had as an engineer? A. I have known him for a good 
many years. Le is a young man who has had a great deal 
of experience. 

Is he a 
not know. 

@. Do you know what qualification the engineer of this 
great system has to supervise or don’t you? A. I believe 
he is fully competent for the position, and one of the best 
in the country. 

Q. But you know. nothing of his qualifications, do you, 
except this general impression? A. That is the way we 
get information on all people. By investigation and per- 
sonal contact with the man. 

Q. Now, have you discharged the duty, which you say 
is yours, of ascertaining whether or not this system is the 
best? <A. By every known method. That is, by the selec- 
tion of men who understand these things, by investigation 
of trains that pass safely through them and a general inquiry 
as to the character of the signals on the other parts of the 
line. 

Q. Do you not consider it the duty of the road to keep 
the signalling system abreast of the art with every possible 
device to safeguard human life? A. And we consider it 
to have been done. 

@. The primary responsibility, then, devolves upon one 
man who has been experienced as a conductor, and upon 
another man thirty-six years of age who has never graduated 
from a school? <A. I do not know whether he has grad- 
uated from a school or not. 

(). But he is your chief engineer, and he has got charge 
of these lights primarily, and people are being killed there, 
and you did not know before and do not know since what 
his abilities arey A. That is your opinion. I have an- 
your question and given you the fullest informa- 


graduate of a technical school? A. I do 


swered 
tion. 

Q. Well, as an experienced railroad man, what do 
you consider this accident to have been caused by? <A. 
The failure of the man to stop when the signals were made. 

Of course, the man who asked these questions 
must have known that they were mostly rubbish. 
From George Stephenson down we may follow a long 
line of great engineers who never saw a technical 
school; and if a man at 36 is not fit: to take care of a 
railroad’s signals age will never make him so. Like- 
wise, many of the most distinguished managers in 
the United States and Great Britain have come up 
through the grade of conductor, or by a parallel 
course. 

Those who have read the reports will remember 
that the point has been made that this was the en- 
gineman’s first or second trip through the tunnel 
in charge of an’ engine, but that no force was 
put on the opportunity that he had had to learn the 
signals as a fireman; and that no attempt at all was 
made to bring out the essential point, that if the 
fixed signals are not seen, the train must be brought 
under control. 

Finally, the engineman gets off without blame 
and without even being questioned. This is a direct 
blow to discipline and a threat to the safety of all 
who travel by rail. 

We can pursue no further this sophistical and shai- 
low examination. The record of it must fill the 
members of the Bar Association with shame. 

No doubt, the verdict is “popular.” We have not 
seen anything to the contrary in the newspapers, but 
wise men are pretty well agreed that the desire for 
popularity is one of the subtlest dangers in a repub- 
lic. A great element in the popular prejudice against 
the company isan ancient but wide and deep miscon- 
ception. When we discuss this matter in conversation 
the chances are more than even that we are met 
with an assertion that the New York Central has 
never made an improvement until it was forced to 
make it; and that the New York Central was one o! 
the last of the great roads to put on the air-brake, 
and indeed only adopted the air-brake after a serious 
accident, and as a concession to public indignation. 
The discriminating and experienced observer will at 
once discount this feeling. He knows that it is the 
rule that communities shall be discontented and dis- 
satisfied with the transportation companies which 
serve them. This is fundamental in human nature. 

In the particular case now before us there has been 
reason for this feeling; perhaps more than usual rea- 
son. For many years the New York Central was 
largely officered and managed by men without liberal 
education and without professional training. In this 
the road was not peculiar; but the change in the 
spirit of its management has been slow, slower prob- 
ably than on most of the important roads which enter 
great cities, But within the last few years the change 
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has been rapid. The professional idea of managing 
and working a railroad property has grown fast on 
the New York Central within quite recent years. The 
spirit and the staff are undergoing a revolution; and, 
like all durable and healthy revolutions, it is pro- 
ceeding slowly and on natural lines. 

But let us look for a moment at the common notion 
that the New York Central has been backward 
in enterprise and reluctatnt to adopt new things 
There are few railroads in the world that are 
signaled better than the New York Central. 
It has been the aim of the management to have 
the most perfect protection by signals that the 
art of signaling can provide; and the testimony of 
every well-informed officer and signal engineer is 
that the signaling of the New York Central is to-day 
well up to the present state of the art. This applies 
to the tunnel as well as to the entire line. 

The New York Central was the first railroad in the 
United States to use the high-speed attachment to 
the train brake. It was the first to put the high- 
speed brake into regular passenger service, and we 
are quite certain that no other railroad has more 
trains equipped with this attachment now than the 
Central. No railroad abroad has any trains so 
equipped. 

It is probably safe to say that no other railroad in 
the country has done quite so much as the New York 
Central (including now the Michigan Central and the 
Boston & Albany) to advance practice in the metal- 
lirgy and manufacture of steel rails. If this state- 
ment is not literally correct we should like to have 
the error pointed out; but it expresses our belief. 

Within the last few years this railroad has con- 
tributed largely to progress in locomotive practice. 
Its passenger engines and its freight engines are 
among the best and the most advanced. This is also 
true of its passenger and freight cars. 

The road has become famous all over the world 
for its passenger service. This high reputation is 
based on the number of its passenger trains, their 
elegance and comfort, their speed and punctuality. 
In such a matter it is hazardous to use superlatives, 
for there is a good deal that must be a matter of 
taste and opinion; but there are many people who 
hold the opinion that no other railroad in the world 
can excel the New York Central in the quantity and 
quality of its passenger service, and every observing 
student knows that this opinion stands upon pretty 
solid foundation. 

On the whole, the candid and well-informed ob- 
server will agree with us that this old ground of 
prejudice no longer exists. We think that we can 
see some defects in the operation of the road; but 
they are an inheritance and are passing away fast. 

The burden of the precise accusation now made 
against the New York Central Company in the mat- 
ter of the tunnel is that it_ought long ago to have 
done something to relieve conditions there. Surely 
we shall not deny this. The responsibility rests 
upon the company of demonstrating that it could 
not have gone faster in this important matter than 
it has gone; and yet let us consider the matter for a 
moment from the standpoint of the railroad com- 
pany itself. What could have been done? 

The first answer will be that the traffic could have 
been worked by electricity. The traffic probably 
could not have been worked by electricity at any 
time before, say, one or two years ago. Indeed, it is 
yet to be demonstrated that the electric art to-day is 
so far advanced as to successfully handle the traffic 
through the tunnel by electricity. There is no longer 
any room for serious doubt that by the time the 
tracks are ready to receive electric trains the method 
of handling and using the current will be so devel- 
oped in detail as to make it reasonably successful. 
But there is no place in the world to-day where any- 
thing approximating the New York Central tunnel 
traffic is handled by electricity. Many great rail- 
roads have made serious studies of this subject and 
have stopped to wait until experience should be car- 
ried further. It must be obvious even to “the mean- 
est intelligence” that the prodigious traffic in and 
out of the Grand Central Station cannot be made a 
matter of experiment. We shall not enter now into 
the details of this interesting and controversial sub- 
ject, but simply present the fact that in waiting until 
now before equipping to work by electricity the New 
York Central has practically done what every steam 
railroad in the world has done. And we are not un- 
mindful of the Orleans terminus in Paris when we 
say this. The volume of traffic there is too small to 
affect this statement, 

The roof might have been taken off the tunnel. 
This is a quick, cheap and obvious way of making 
that place light, airy, and as safe as a line of such 
heavy traffic can be; but the property owners along- 
side would fight this to the last ditch. 


It has been said that the tunnel could be venti: 
lated, that is, that the smoke, gases and steam could 
be drawn out or blown out. First class engineering 
opinion, and plenty of it, says that this is impracti- 
cable. Up to this day no tunnel of this character, 
moving trains at such short intervals, has ever been 
ventilated. The Hoosac tunnel, with immensely less 
traffic, has been the subject of ventilating experiment 
for some years. The last that we heard, namely, 
some time within six months, nothing satisfactory 
had been found. The successful method of ventilat- 
ing the Elkhorn tunnel, on the Norfolk & Western, 
has only been developed and patented within a year 
or two, and it is not demonstrated that the system 
could be successfully applied to the New York Central 
tunnel. 

We state these facts not as conclusive, but simply 
by way of showing that the situation which confront- 
ed the management of the New York Central Rail- 
road and the New York, New Haven & Hartford Rail- 
road in the matter of this tunnel, was not so simple 
and easy as the writers for the daily newspapers 
(and we regret to say some of the technical news- 
papers) seem to think. Broad knowledge and actual 
responsibility modify one’s opinion very much in a 
case so important as this. 

It may be asked, then, if we think that the New 
York Central Railroad Company is beyond criticism, 
and has done everything that could be done to make 
the operation of the tunnel safe and comfortable. 
While we have no nostrum to present we are dis- 
posed to think that some things might have been 
done better; but those things were matters of disci- 
pline and train operation, and not of engineering. 








December Accidents. 


We publish in another column of this issue a con- 
densed record of the principal train accidents which oc- 
curred in the United States in the month of December. 
The record contains account of 55 collisions, 43 derail- 
ments, and five other accidents. Those which were most 
serious, or are of special interest by reason of their 
causes or attending circumstances, occurred as follows: 
fLoth, Essex, Mont. 

*19th, Sherman, Wyo. 
*19th, Uplands, Cal. 
*24th, Dallas, Tex. 
9th, Peru, Ind. 27th, Starlight, N. Y. 
14th, Troy, Ohio. 729th, Malta Ill. 
15th, Urbana, N. D. 29th, Reusens, Va. 
7*15th, Perryville, Il. 


4th, Dillerville, ta. 
yoth, Malvern, Ark. 
Sth, North Yakima, Wash. 
7*S8th, Macon, Ga. 


The accidents in which passengers were killed are indi- 
cated in this list by a dagger; and the cases in which 
the wreck was wholly or partly destroyed by fire are indi- 
cated by a star. It will be seen that the total number 
of passengers killed or fatally injured was 10. The 
worst passenger-train accidents were those at Perry- 
ville, Uplands, Malta and Malvern. The Malta accident 
Was somewhat unusual, although it was due to a cause 
which is common enough. The other three were all but- 
ting collisions, and they have been the subject of ex- 
tensive newspaper comment. The newspaper reader in 
New York, Detroit, Chicago or San Francisco, who has 
had to read a good deal about disastrous collisions dur- 
ing the past two months can, perhaps, form something 
like an adequate idea of the frequency of such accidents 
in the country as a whole if he will note that the people 
of each of the other three cities have had the same ex- 
perience as himself. For ourselves, we can only say 
that these disasters, together with Franconia and Seneca, 
should, for all practical purposes, be put in one class. 
And the higher the record piles up the clearer does the 
fact appear that one comprehensive remedy is needed 
for the whole of them. This remedy has been stated so 
often that there is no occasion for repeating it here. The 
Perryville case affords a_ striking illustration of the 
increase in the danger attendant upon the movement of 
trains when the weather is extremely cold. When an 
engineman can see nothing at all ahead of his cab win- 
dow—either the track by day or lights by night—the 
space-interval rule becomes, practically, a necessity, for 
even with plenty of time, a flagman must depend on tor- 
pedoes; and, if he has to remain out any great length 
of time he is liable to freeze to death. We have had 
occasion before now to point out this need, in the move- 
ment of trains in the snowy regions of the extreme 
north: but here we see about the same thing in a “tem- 
perate” climate. 

The worst freight train accidents in the present record 
are those at Starlight, North Yakima and Troy, Ohio. 
The second one of these is due to a kind of mistake which 
seems to be as common as ever, and so far as the ques- 
tion of remedy is concerned this collision may be classed 
with those of passenger trains which we have just noted. 

In addition to the collisions and derailments which we 
have emphasized by entering them in the foregoing table, 
one or two others are worthy of mention. The derail- 
ment near Wagoner, Ind. T., on the 2nd, is classed as un- 
explained, but in view of the fact that the engine was 
running with the tender ahead, this classification will be 
questioned by some. The bridge cisaster at Newberry, 

’a., occurred in the midst of a large town and at a 
time when the danger of damage to the bridge by flood 
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was understood by everybody. At the investigation by 
the coroner there was a good deal of discussion as to 
the measures that had been taken to warn approaching 
trains of the possible danger: and there was an effort 
to show that there had been neglect at some point be- 
tween the track watchman and the superintendent. 

Four employees were killed by a butting collision on 
the Canadian Pacific near Sault Ste. Marie, Ont. on the 
25th. On the Canadian Pacific, near Vancouver, B. C., 
on the Gth, a freight train was derailed by a landslide, 
when rupning only about five miles an hour; but the 
engine fell down the mountain side 300 ft. and the en- 
gineman and fireman were killed. 

The number of electric car accidents in the United 
States in December, as reported in the newspapers, was 
32. In more than half of these cases the reports stated 
that no person was killed or injured; but the number of 
casualties for the month is considerable, nevertheless, 
there being ten killed and 49 injured. In one derail- 
ment, at Allentown, Pa., due to a car becoming uncon 
trollable on a grade, when the rails were made slippery 
by snow, five persons were killed and 10 injured. One 
of the derailments was to a freight car and one to a 
gravel train. No fewer than 10 of the accidents were 
at crossings with steam railroads, where a locomotive 
ran into a street car, or a street car ran into a freight 
or passenger train. 





The recent fire in the tunnel of the Liverpool Elevated 
Railway, in which seven people lost their lives through 
the burning of an electric train, naturally made some- 
thing the same kind of excitement in England that the 
New York tunnel accident has made here. The engineers 
of the Central London and of the City & South London 
were at once besieged by reporters and the newspapers 
were full of most alarming suggestions as te. the perils 
of electric working. The Engineer, of Jan. 10, very 
properly points out that there is no occasion for the 
panic,and that if we waited for absolute security we 
should never travel. These Liverpool trains are worked 
with two motors, one at each end of the train. The 
motors are in series, so that the whole current passes 
from one end of the train to the other through an in- 
sulated cable. We have not yet received particulars show- 
ing the precise cause of the fire. 

The Chairman of the Car Service Committee of the 
American Railway Association is now Mr. Arthur Hale, 
Assistant General Manager of the Baltimore & Ohio. 
Mr. Hutchinson, the former chairman, resigned that 
office at or about the time of the last meeting of the As- 
sociation. Mr. Hale has had long experience in car ser- 
vice matters, having been a prominent member (and an 
officer) of the Car Accountants’ Association when he was 
at the head of the car-record office of the Pennsylvania. 
IIe is also peculiarly well qualified for dealing with the 
knotty problem, full of questions which cannot be settled 
by precedent, that the committee is now wrestling with 
the Per-diem problem. 


NEW PUBLICATIONS. 





Municipal Engineering and Sanitation. By M. N. Baker 
Ph. 3. E.. Associate Editor, Engineering News. 
The Citizens Library, 12mo., 317 pages, with index. 
New York: The Macmillan Company. 1902. $1.25. 

This little volume is the ninth in the series known as the 

Citizens Library of Economics, Politics and Sociology, 

and this classification is alone sufficient to give a hint of 

its character. In his preface Mr. Baker says that the 
volume is intended for those officials or citizens who are 
striving to improve municipal conditions. Its design is 
as a review of the field of municipal engineering and san- 
itation and not as an exhaustive treatment of any 
branch. It is believed, however, that it will be useful 
even to professional engineers. The topics treated are 
broadly divided into: Means of communication ; municipal 
supplies ; collection and disposal of wastes; protection of 
life, health and property; administration, finance and 
public policy. Under each of these headings are several 
short chapters and the reader may well imagine about 
what they would be, as for instance, under municipal 
supplies mention is made of water, ice, milk, meat, light. 
heat and power. In the division given to protection the 
author treats of fire-protection, electrolysis, smoke, noise, ; 
water pollution, etc. Naturally, the engineer will not 
expect much very definite information in a book written 
from the standpoint here taken but he will doubtless find 
this one suggestive. 

Cast Tron.—A Record of Original Research. By William 
J. Keep, M. Am. Soc. M. E., Ete. Octavo, xiii + 225 
pages, 117 figures. New York: John Wiley & Sons. 
1902. $2.50. 

We cannot give a better notion of the origin and purpose 

of this book than by a quotation from the preface: “In 

1885 the author discovered that there was a relation 

between shrinkage and the composition of a foundry 

mixture, but not until the publication of Prof. Turner's 
discovery that the condition of carbon depended upon the 
proportion of silicon was it discovered that shrinkage 
varied inversely as silicon. Since that date the author, 
by his method of tests, has endeavored to discover the 

influence of the chemical elements in cast iron. In 1894 

it became evident that the physical qualities of cast iron 

were not understood. The author, as member of the 

Testing Committee of the American Society of Mechanical 

Engineers, made extensive experiments to determine the 

physical properties of cast iron, the results of which are 








So 


Transactions of that Society. These were 
that the committee was requested to 
conclusions by tensile lor- 
series of Dr. Richard Moldenke’s extensive 
tests were completed before this 
this 


reported in the 
such a surprise 


prove the author's tests. 
tunately five 
tensile and compressive 
volume was prepared, and have been used to meet 
This volume contains the results of this whole 
The volume contains 24 chapters, the 
and perhaps the most valuable to engineers in 
the two chapters on the strength of cast 
iron and on impact tests. In other chapters the effect of 
the various elements is taken up and carefully analyzed. 
are described and the whole discus 
actual experi- 
becomes an 


request. 
line of research.” 
longest, 


general, being 





Methods of testing 
from 
volume 


is accompanied by copious records 
observations. Thus the 


useful handbook. 


ments and 
uncommonly 


TRADE CATALOGUES. 


Signaling the Boston Elevated.—The Union Switch & 
Signal Company has just issued a pamphlet of 42 pages, 
good description of the signaling of the Boston 


giving a 
Elevated Railroad. The Westinghouse Electro-Pneu- 
matic Block Signal System is used. This fine installation 
was described at considerable length in the Railroad 
Gazette of Oct. 11 last. The pamphlet contains a diagram 
of the Boston Elevated lines, showing terminal and junc- 
tion points, stations, interlocking towers and power cen- 
ters. It also contains views of various stations, of sig- 
nals, switches, etce., and engravings from photographs 
and drawings of the signaling apparatus. It is not 


necessary for us to attempt any description of this in- 
stallation now as it was so recently described in these 
but the pamphlet contains many illustrations 
which we did not show, and it should be in the files of all 
are likely to have to do 


pages ; 


signal engineers and others who 


with apparatus of this sort. 


Train Accidents in the United States in December.* 


Rio Grande Western, Tucker, Utah, 
passenger train No. 4 ran into the rear of a preceding 
freight train, damaging four engines, three drawing the 
passenger train and one pushing the freight. One en- 
gineman was injured. 

be, Ist, 5 a.m., Pennsylvania road, Sterling Run, Va., 
butting collision of freight trains, wrecking both engines 
and .15 cars. One brakeman was killed and another 
fatally ahead. 

dn, Ist, 1 a.m., Philadelphia & Reading, Bound Brook, 
N. J., some long iron beams on a platform car in a freight 
train were displaced, apparently by the sudden checking 
of the speed of the train, and they projected at one side 
so that they came in contact with the truss of a large 
bridge. The shock weakened the bridge and several cars 
fell through to the stream below. The bridge of the 


re, Ist, 11 p.m., 





Central of New Jersey, adjoining the Reading bridge, 
was considerably damaged. 
unx, Ist, 10 p.m., Gulf, Colorado & Santa Fe, Pendle- 


a freight train was derailed and several cars 


ton, Texas, W | ] 
riding in one of the cars was 


were wrecked. A man 
injured. 

re, 2nd, 2 a.m., Detroit & Mackinac, Emery Junction, 
Mich., a freight’ train which had been unexpectedly 


train; 
train- 


the rear by a passenger 


stopped was run into at 
four 


and the engine and caboose were wrecked ; 
men injured. 

be, 2nd, Baltimore & Ohio, Connellsville, 
collision of freight trains, wrecking both 
several cars. Three tramps were injured. 

unx, 2nd, Toledo, St. Louis & Western, Delphos, Ohio, 
a freight train was derailed and five cars were wrecked. 
Some of the cars fell against a passenger train. A brake- 
man was injured, 

unx, 2nd, St. Louis, Iron Mountain 
Wagoner, Ind. T., a locomotive running 
derailed and overturned; engineman and one 
killed and two other trainmen injured. 

xe, Brd, 5 a.m., Pennsylvania road, New Florence, Pa., 
a west-bound freight ran over a misplaced switch and into 
the head of an eastbound freight. Both engines and 10 
cars were wrecked and one fireman was injured. 

unx, 3rd, St. Louis, Iron Mountain & Southern, Mande- 
ville, Ark., a northbound freight train was derailed by a 
broken rail and the engine and two cars were 
Several hours afterward a southbound pas- 
train ran into the wreck and the engine and one 
baggage — were overturned, 

o, 3rd, 8 pam., Erie road, Elmira, N. Y., the locomotive 
of a freight train was badly damaged by an explosion in 
the fire-box; two trainmen injured. 

4th, 4 a.m., Pittsburgh Junction road, Pittsburgh, 

Pa., butting collision of freight trains, wrecking 12 cars. 

eq, 4th, Northern Pacific, Sprague, Wash., a freight 

train was derailed by a brake-beam which broke and 

fell on the track, and 19 loaded cars were wrecked. The 
wreck took fire and was mostly burnt up. 

o, 4th, Pennsylvania road, Dillersville, Pa., 
(all on one side) of the cars in eastbound 


Pa., butting 
engines and 





and Southern, 
backward was 
brakeman 


loose or 
ditched. 


senger 





18S wheels 
passenger 


train No. 20 (first section) were damaged by 
n broken frog, pieces of the flanges from 1 in. 
to 3 in. long being broken — out. Nobody on 


the train noticed the accident and the — train, 
which was running about 30 miles an hour, continued 
nine miles, to Ronk, without any unusual incident. At 
Ronk it was stopped, the track inspector at Dillersville 
having telegraphed to that station. It is believed that the 
point of the frog, a piece about 5 in. long, was broken 


*Accidents in which injuries are few. or slight and the 
money loss is apparently small, will as a rule be omitted 
from this list. The tabular statement of totals will be omit- 
ted entirely, as a more complete report of the total number 
of accidents is to be published by the Interstate Commerce 
Commission. The separation of the classes is abandoned, but 
the classification will be indicated by the use of the following 

ABBREVIATIONS 

re Rear collisions. 

be Butting collisions. 

xe Miscellaneous collisions. 

dr Derailments; defect of roadway. 

eq Derailments; defect of equipment. 

dn Derailments;: negligence in operating. 

unf Derailments; unforeseen obstruction. 


a 


unx Derailments; unexplained 
e Miscellaneous accidents. 
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was struck by the wheel of one of the postal 
cars in the train. The damage to the wheels was caused 
by this broken piece lodging in the flangeway. 

o, 4th, 8 p.m., Chicago & North Western, Ives Station, 
Wis., the caboose of a freight train running at good 
speed took fire and was destroyed. With difficulty the 
trainmen succeeded in side-tracking the caboose. The 
men were all forward of the caboose at the time the fire 
started. Two of them who went back to get their coats 
were burned, one seriously. 

be, Sth, Birmingham Mineral road, Bessemer, Ala., a 
freight train ran into the rear of a preceding mixed train, 
which was standing at a water tank; caboose and one 
passenger car wrecked; 12 passengers injured. 

be, 5th, 6:30 p.m., St. Louis, lron Mountain & South- 
ern, Malvern, Ark., butting collision of passenger trains 
No. 3 and No. 14, wrecking both engines and the for- 
ward cars of both trains. ‘Three passengers were killed 
and one trainman and 87 passengers were injured. It is 
said that one of the trains disregarded a meeting order. 

xe, 5th, Southern Railway, Decatur, Ala., a freight 
tr ain ran into a switching engine and both engines were 
wrecked ; four trainmen were injured, one of them fatally. 

unx, 5th, Rockaway Valley road, Gladstone, N. J., a 
freight car in a mixed train was derailed while et Bh 
at good speed on a descending grade; and after running 
over the sleepers for half a mile was ditched, piling up the 
rest of the train, including one passenger car. A number 
of passengers were slightly injured. 

re, 6th, Baltimore & Ohio, Moundsville, W. Va., a 
freight train ran into the rear of a preceding freight, 
wrecking the caboose and several cars. A conductor 
was killed and his body was burned in the fire which 
broke out in the wreck. 

xe, 6th, Canton, Ohio, a freight of the Wheeling & 
Lake Erie ran into a freight of the Cleveland Terminal 
& Valley, at the crossing of the two roads, ditching three 


cars. 

unf, 6th, Oregon Railroad & Navigation Line, The 
Dalles, Ore., eastbound passenger train No. 2 was de- 
railed by a piece of iron on the track, supposed to have 
been placed their maliciously, and the engine and mail 
car were ditched. Engineman and fireman injured. 

be, 7th, Chesapeake & Ohio, Fayette, W. Va., butting 
collision of freight trains, wrecking both engines and sevy- 
eral cars. One fireman and a tramp were killed and two 
other trainmen were injured, one of them fatally. It is 
said that the collision was due to the failure of an oper- 
ator to deliver an order to one of the trains. 

xe, 7th, New York Central & Hudson River, [lion, N. 
Y., butting collision between an eastbound work train and 
a westbound freight. The work train was backing. One 
employee was killed and four were injured. 

xe, 7th, 6 a.m., Sherman, Texas, a freight of the Texas 
& Pacific, ran into a freight of the Houston & Texas 
Central at the crossing of the two roads, and the engine 
was overturned; one fireman was injured. 

xe, 7th, 10 p.m., Canton, Ohio, Pennsylvania. pas- 
senger train, No. 15, ran into a freight of the Wheeling 
& Lake Erie, at the intersection of the two roads, over- 
turning two freight cars. 

dr, 7th, Poughkeepsie & Eastern, Clinton Corners, 
N. Y., the locomotive of a passenger train was derailed at 
a spring-rail frog, which appears to have been weakened 
by a fracture due to frost, and the passenger cars at the 
rear of the train fell down a bank. All of the 40 pas- 
sengers on the train escaped with very slight injuries. 

unf, 7th, 5 a.m., Southern Pacific, Salem, Ore., a pas- 
senger train was derailed at a switch which had been 
maliciously misplaced, and the engine was overturned. 
The engine and the mail car fell into a creek. The fire- 
man was killed and the engineman injured. 

be, Sth, Northern Pacific, North Yakima, Wash., but- 
ting collision between a northbound freight and southbound 
freight No. 54, wrecking three engines and 33 cars. Two 
trainmen were killed and five were injured. It is said 
that the men on the northbound train saw a train on the 
side-track at the last station which they had passed and 
assumed that it was No. 54 

unf, Sth, Southern Railway, 
train was derailed by running over 


when it 


Princeton, Ind., a freight 
some cattle, and the 


engine and four cars were wrecked. The engineman 
Was injured. 
unx, Sth, 4 a.m., Central of Georgia, Macon, Ga., a 


passenger train was derailed at a switch and the first four 
cars were ditched. ‘lwo baggage cars and one passenger 
car were burned up, and one passenger car fell down a 
bank. One passenger was killed and two trainmen and 
15 passengers were injured. The cause of the accident 
Was not discovered. 

re, 9th, Santa Fe Pacific, 
engine standing at the water 
rear by a freight, badly damaging both engines 
cars. Two trainmen and a tramp were egg 

unx, 9th, Cincinnati, Richmond & Muncie, Peru, Ind., 
a box car in a work train, in which were riding about 
40 men, and which was being pushed in front of the 
engine, was derailed on or near a trestle bridge and fell 
part way down a bank. Nearly all of the men were in- 
jured by the fall or were burned by the stove, some of 
them seriously. The car took fire, but the injured persons 
were rescued by 40 men who had been riding in another 


car behind the engine. 
10th, 1 a.m., Gulf, Colorado & Santa Fe, Bellville, 

Texas, a southbound freight train ran over a misplaced 
switch and into the header of a northbound freight, badly 
damaging three engines and several cars. One engineman 
and one fireman were killed. 

dn, 10th, Hocking Valley, Delaware, Ohio, a locomo- 
tive was derailed at the ders — eae at the approach 
to the crossing of the C., C., C. & St. L., and was over- 
turned. 

unx, 10th, 


Pinto, N. Mex., an empty 
tank was run into at the 
and six 


Louisiana & Northwestern, Homer, La., the 
passenger car at the rear end of a mixed train broke 
through a trestle bridge and, with several freight cars, 
was wrecked; eight passengers were injured. 


be, 11th. Pennsylvania road, Walnut Bend, Pa., but- 
ting collision of freight trains, wrecking both engines 


and four ears, most of which fell into a river. One brake- 
ar was drowned and two other tr —— were injured. 
11th, Seaboard Air Line, Raleigh, N. C., collision of 
eaaes two employees injured. 
dr, 11th, Wabash road, Niantic, Ill, a passenger train 
was derailed by a broken rail, and two passenger cars 
were overturned in the ditch. One passenger was injured. 
eq, 12th, Wheeling & Lake Erie, Jewett, Ohio, three 
cars of a freight train were derailed by the breaking of 
a flange of a wheel of one of the cars, and fell down a 
bank. The cars behind those which were derailed con- 
tinued moving and were automatically coupled to those 
in front. ee 
re, 18th, 5 a.m., Missouri, Kansas & Texas, Greenville, 
Texas, a freight train which had been unexpectedly 
stopped, was run into at the rear by a following freight. 
The caboose and two cars were wrecked and destroyed by 
fire, together with the combustible parts of the locomo- 
tive. Three trainmen were injured, one of them fatally. 


sengers 
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x¢, 15th, Baltimore & Ohio, Cumberland, Md., an empty 
engine bec ‘ame uncontrollable by the - breaking of its 
throttle and collided with another engine. After the col- 
lision the first engine, having been reversed and deserted, 
ran back some distance until it came to a sharp curve, 
when it was derailed and fell down a bank. It struck a 
building and a man in the building was fatally. scalded 
in the wreck. 

be, 14th, 4 a.m., Northern Pacific, Spiritwood, N. Dak., 
butting collision of empty engines, both running at good 


speed ; three trainmen injured. It is said that the west- 
bound engine ran past a stop signal at Spiritwood 
Station. 


be, 14th, 9 p.m., Baltimore & Ohio, Layton, Pa., but- 
ting collision of freight trains, wrecking both engines and 
12 cars. The wreck took fire and was mostly burned up. 

xc, 14th, Baltimore & Ohio, Greenwich, Ohio, a freight 
of the Cleveland, Cincinnati, Chicago & St. Louis ran into 
a freight of the Baltimore & Ohio, wrecking one engine 
and 16 cars. A man standing on the station platform 
was killed. . 

unx, 14th, 5 a.m., Cleveland, Cincinnati, Chicago & 
St. Louis, Troy, Ohio, a freight train broke through the 
combination Howe truss bridge over the Miami River, 


and the engine and five cars fell into the stream. The 
fireman was killed and the conductor was injured. It is 
believed that the bridge was knocked down by a de- 


railed car. 

unf, 14th, Cleveland, Lorain & Wheeling, Bridgeport, 
Ohio, the engine of a freight train was derailed by run- 
ning over a “hand car, and fell down a high bank; the 
engineman and fireman were injured, the latter fatally. 
Seven freight cars were wrecked. 

re, 15th, Baltimore & Ohio, Keyser, W. Va., rear col- 
lision of freight trains, wrecking caboose and three cars. 
The wreck took fire and was burned up. The engine- 
man and one brakeman were killed. 

15th, night, Northern Pacific, Urbana, N. Dak., an 
empty engine which had been stopped on account of a leak 
in the boiler, was run into at the rear by a following 
freight train; and the engineman of the freight was 
killed. The headlight of the freight engine had gone out 
and a lantern was being used in its place, and it is said 
that the engineman of the empty engine, being deceived 
by this light as to the distance from his engine to the- 
approaching freight train, neglected to send out a man 
with a stop signal. 

be, 15th, 1 a.m., Illinois Central, Perryville, Ill., but- 
ting collision between eastbound passenger train No. 
and a westbound freight train, both running at good 
speed. Both engines and several cars were wrecked, A 
car of oil in the freight exploded and all of the cars in 
both trains, except two, were destroyed by fire. One 
passenger and eight trainmen were killed and three pas- 
sengers were seriously injured. The temperature at the 
time was about 20 deg. below zero, and the persons who 
escaped death in the collision suffered intensely from the 
cold. The freight train had wrongfully passed the point 
where it should have waited for the passenger. The con- 
ductor and engineman, both men of experience and satis- 
factory records, disregarded an order which told them 
just how much time they could use against the delayed 
passenger train. One seems to have miscalculated the 
tie and the other acquiesced in his conclusion. The col- 
lision was on an open prairie, but it seems likely that 
the enginemen (both now dead) failed to see the opposing 
train by reason of frost on the windows. 

x¢, 1th, Chicago Great Western, Bolton, Ill, an 
empty engine ran into the rear of.a preceding freight 
train, which had been stopped by an accident, doing 
slight damage. ‘The empty engine, having been reversed, 
immediately ran backward and into the head of a wreck- 
ing train which was following. In the second collision 
the fireman of the empty’ engine was killed. 

dr, 15th, 6 a.m., Pennsylvania road, Newberry, Pa., a 
freight train broke through a bridge which had _ been 
weakened by a flood and the engine and nine cars fell 
into the stream. ‘The engine sank in 20 ft. of water. 
The engineman, fireman, and one brakeman were killed. 
William Berger, a boy of 16 years, endeavored to stop 
the train by swinging a lantern, but it is said that his 
warning was not noticed. 

eq, 15th, Erie road, Port Jervis, N. Y., an eastbound 
freight train was derailed by the breaking of a journal of 
one of the cars, and the car fell across the westbound 
track. A westbound train ran into the wreck and was 
derailed, 26 cars falling down a bank. <A brakeman of 
the westbound train was killed and three other trainmen 
were injured. 

15th, 2 a.m., 
bound passenger 
and sleeping cars were ditched; 
overturned. One passenger was killed and five others 
were badly injured, one of them fatally. One account 
says that the rail joints had been tampered with. 

0, 15th, Southern Railway, Keysville, Va., a car of 
oil in a freight train sprang a leak, ‘and the conductor — 
a brakeman went to it with a lantern to see what we 
the matter; the lantern was carried too near and an pe 
plosion occurred, which wrecked the cars and injured the 
two men. The fire following the explosion blocked the 
road 14 hours. 'The explosion was seen and heard 20 
miles away. 





Great Northern, Essex, Mont., a west- 
train was derailed and five passenger 
one passenger car was 


be, 16th, Chicago Great Western, Oelwein, Iowa, but- 
ting collision between a passenger train and a work 


train. One engineman fatally injured. 

be, 16th, 8 p.m., Chicago, Milwaukee & St. Paul, La 
Crosse, Wis., butting collision between passenger train 
No. 2 and a switching freight; both engines, baggage 
car, mail car and two freight cars damaged. Three pas- 
injured. 
Union Pacific, Solon, Wyo., eastbound fast 
mail train No. 102 ran into the. rear of a preceding 
freight; engine and three cars wrecked. The wreck was 
mostly destroyed by fire; one fireman was injured. 

re, 17th, 7 p.m., Erie road, Middletown, N. Y., a milk 
train ran into the rear of a preceding freight train. 
Six trainmen injured. 

be, 17th, Chicago, Milwaukee & St. Paul, Potter, Lowa, 


re, 17th, 


butting collision between passenger train No. 3 and 
freight No. 62, damaging both engines. A mail clerk 


was killed, and one trainman and seven passengers were 
injured. The trains collided near the point where they 
should have met and passed. It appears that the 
freight approached the station at uncontrollable speed. 

0, 17th, Seaboard Air Line, Fairfax, S. C., an officer’s 
car in a passenger train was badly damaged by an ex- 
plosion of the heating apparatus, and the porter of the 
car was fatally injured. 

eq, 18th, 3 a.m., Missouri, Kansas & Texas, Checotah, 
Ind. T.. a freight train about to stop at a tank was partly 
derailed by a drawbar which was drawn out and thrown 
on the track, and three cars were ditched and wrecked. 
The fireman was killed. 

re, 19th, Union Pacific, Sherman, Wyo., a rotary snow 
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plow pushed by two engines ran into the rear of a pre- 
ceding train of empty tourist sleeping cars, damaging the 
plow and several cars. The wreck took fire and nine 
sleeping cars were burnt up. 

be, 19th, 1 a.m., Southern Pacific, Uplands, Cal., but- 
ting collision between northbound passenger train No. 9 
and southbound passenger train No. 10, wrecking both 
engines and several cars. One baggage car and two pas- 
sénger cars were destroyed by fire. One express mes- 
senger and one fireman were killed, and three trainmen 
and 15 passengers were injured. The northbound train 
had run a short distance beyond the appointed meeting 
place. The engineman of this train had forgotten his 
meeting order. 

re, 20th, Baltimore & Ohio, 
senger train ran into the rear of a preceding freight; 
engineman, fireman, and one freight brakeman injured. 
The caboose and three freight cars were destroyed by fire. 


Scott Haven, Pa., a pas- 


be,. 20th, Northern Pacific, Western, Wash., butting 
collision of freight trains badly damaging both engines 


and ten cars. Two trainmen injured. 

unx, 20th, Bessemer & Lake Erie, Houston Junction, 
Pa., a car in a passenger train was derailed and over- 
turned, and three passengers were injured. 

unx, 20th, 6 p.m., Northern Pacific, Garrison, Mont., 
a freight train was derailed and 15 loaded cars fell down 
a bank, most of them lodging in the Missoula River. 

re, 21st, Philadelphia & Reading, Shamokin, Va., a 
passenger train ran into the rear of a preceding freight 
damaging the engine and the caboose. The caboose was 
destroyed by fire. One trainman injured. 

be, 21st, Cleveland, Cincinnati, Chicago & St. Louis, 
Hazelrigg, Ind., butting collision between a northbound 
and a southbound freight train, wrecking both engines, 
the mail car and six freight cars. ‘Two passengers and one 
trainman were injured. 

unf, 21st, Erie road, Jersey City, N. J., an eastbound 
passenger train was derailed in the Bergen Tunnel, near 
its east portal, by rocks which had fallen from the roof 
and lodged on the track. Four passengers and the: en- 
gineman and fireman were injured, the two latter being 
badly sealded. 

At almost the same moment a 
train was derailed at the same 
damage was done. 

unx, 21st, Louisville & Nashville, Ridge Top, Tenn., a 
freight train was derailed on or near a trestle bridge and 
the engine and many cars fell about 130 ft. to the ravine 
below. The engineman and two brakemen were killed 
and the conductor was injured; the bridge was badly 
damaged. 


westbound 
point, but not 


passenger 
much 





Front View. 


re, 22nd, Chicago & North Western, Little Suamico, 
Wis., a freight train which had stopped to take water 
was run into at the rear by a following freight and the 
engine, caboose, and eight cars were wrecked; the wreck 
took fire and was burnt up. ‘lwo employees of the road, 
riding in the caboose, were killed and their bodies were 
nearly destroyed. 

xe, 22nd, 1 a.m., Northern Central, Freelands, Md., 
freight train descending a grade broke in two, and the 
rear portion afterward ran into the forward one, wrecking 
12 cars. One brakeman was injured. 

xe, 22nd, Delaware, Lackawanna & Western, Scranton, 
Pa., a freight train whic +h had become uncontrollable on 
a descending grade, collided with a locomotive in the 
yard, making a bad wreck. Three trainmen were injured. 

unx, 22nd, 6 p.m., North Pacific Coast road, a train 
carrying officers of the road was derailed at a curve and 
the directors’ car was overturned. Two of the men in 
the car were injured. 

xe, 23rd, Central of New Jers 
express train ran into a freight tr 
ing one freight car. The fireman 
injured. 

xe, 24th, 


ey, Mateawan, N. J., an 
ain at a crossing, wreck- 
jumped off and was 





Illinois Central, Fulton, Ky., passenger train 


No. 1 collided with a freight and 13 freight cars were 
wrecked. Two passenger cars were damaged. Four 


passengers and three trainmen were injured. 

unf, 24th, 11 p.m., Missouri, Kansas & Texas, Dallas, 
Texas, northbound passenger train No. 34 was derailed 
on a trestle which had been weakened by fire, and the 
engine, just as it cleared the bridge, was ditched and 
overturned. Two baggage and three passenger cars took 
fire from the burning bridge and were destroyed. The 
engineman and fireman and three tramps were injured. 
The contents of the baggage cars were saved. 

xe, 25th, Southern Railway, Prentiss, Ga., freight train 
No. 52, traveling at good speed, ran over a misplaced 
switch and into some freight cars standing on a side- 


track; 15 cars were wrecked. The brakeman was killed 
and three other trainmen were injured. 

25th, 6 a.m., Atchison, Topeka & Santa Fe, Rincop, 
N. Mex., a passenger train was derailed and the engine 
fell down a bank. One trainman was killed and two 
were injured. 


25th, Texas & Pacific, Silver Lake, Texas, a freight 
train was derailed and broke through a bridge, and 15 
cars were wrecked. Two trainmen and two tramps 


were injured. 

A passenger engine sent to assist in Clearing the track 
was derailed and fell down a bank; and four of the men 
on it were injured. 

unx, 25th; Erie road, Gowanda, N. Y., a freight train 
was derailed and the engine fell down a bank. The en- 
gineman was killed. Five of the wrecked cars were de- 
stroyed by fire. 

be, 26th, Cincinnati, Hamilton & Dayton, Wyoming 
Ohio, butting collision between passenger train No. 31 
and freight train No. 86, wrecking both engines and 
three cars. Four passengers and two trainmen were 
injured, 

xe, 26th, Cincinnati, Hamilton & Dayton, Hartwell, 
Ohio, a southbound express train collided with a freight 
train, wrecking three freight cars. Four passengers and 
two trainmen were injured. There was a dense fog at 
the time. 

xe, 26th, Delaware, Ohio, a freight train on the Hock- 
ing Valley road was run into by a freight of the Toledo & 
Ohio Central. Four cars were wrecked. 

o, 26th, Atlanta, Knoxville & Northern, Madisonville, 
Tenn., an officers’ car attached to the rear of a pas- 
senger train was set afire by the explosion of its heater, 
and was burned up. 

be, 27th, Erie read, 
sion of freight trains, 
was killed. 

dr, 27th, 
train No. 
senger cars were destroyed by fire. 
injured. 

dn, 27th, New York. Ontario & Western, Starlight, 
N. Y., a freight train of 50 cars became uncontrollable on 





butting colli- 
One fireman 


East Honesdale, Pa., 
making a bad wreck. 


Colorado & Southern, Batrela, Colo., passenger 
1 was derailed by a broken rail and three pas- 
Four passengers were 


a descending grade and the engine and 44 cars of coal 
were derailed, some of the wreck falling down a_ bank. 


ears of air 
about five 


The train had 17 
controlled for 


Four trainmen were killed. 
connected up; and had been 
miles after leaving the summit. 
unx, 27th, 8 p.m., Chicago, Rock Island & Pacific, An- 
adarko, Okla. T.. a freight train was derailed and 10 
cars were wrecked. The wreck took fire and was mostly 
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Part Side View. 


A New Hollow-Chisel Mortiser. 


burned up. A man stealing a ride was killed and four 
others were injured. 

xe, 28th, Boston & Maine, Nashua, N. H., a passenger 
train ran into a freight near the station, damaging the 
engine and several cars. The wreck took fire, but the 
flames were soon extinguished. The engineman and 
fireman of the passenger train were killed and two other 
trainmen were injured. There was a dense fog at the 
time. = 

xe, 28th, Hamilton, Ohio, collision between a freight 
train of the Cine innati, Hamilton & Dayton and a freight 
of the Pittsburgh, Cincinnati, Chicago & St. Louis at 
the junction of the two roads, wrecking both engines and 
four cars. ‘One engineman was injured. The first-named 
train approached the crossing at uncontrollable speed. 

xe, 29th, 5 a.m., Chicago & North Western, Malta, IIl., 
an eastbound freight train, moving on a sidetrack, was 
turned by a misplaced switch through a crossover and 
into the side of a passenger train, running in the same 
direction at high speed. Both engines were overturned 
and wrecked, and the passenger cars were badly wrecked. 
One passenger car lodged on or near the engines and 
many passengers were scalded by steam. All of the pas- 
senger cars, except one, were destroyed by fire. Three 
passengers and one trainman were killed and four train- 
men and 20 passengers were injured. 

xe, 29th, Southern Railway, Lynchburg, Va., a freight 
i descending a grade broke in two and the rear por- 
tion after ran into the forward one, wrecking 14 cars. 

unf, 29th, evening, Chesapeake & Ohio, Reusens, Va., 
passenger train No. 9 was derailed by a landslide and 
the engine and cars were slightly damaged. While the 
trainmen and passengers were pushing a passenger car 
back from the wreck another landslide occurred and the 
baggage car was knocked into the James River. The 
conductor, engineman, hagg rageman, and express mes- 
senger, who were engaged in pushing the car, were killed. 

unf, 29th, 1 a.m., Western of Alabama, Notasulga, Ala., 


Sr 


a freight train was derailed at a washout, and the engine 
and eight cars were ditched. The engineman was killed 
and the fireman fatally injured. 

re, 30th, Pennsylvania Lines, Tiffin, Ohio, a freight 
train which had been unexpectedly stopped was run into 
at the rear by a following freight and five cars were 
wrecked. Four employees were injured, one of them 
fatally. There was a dense fog at the time. 

dn, 30th, 4 a.m., Springfield, Ill., a southbound express 
train of the Lllinois Central was derailed at the derailing 
switch, approaching the ¢ rossing of the Wabash road, and 
the engine was overturned. The engineman jumped off 
and was injured. It is said that the signalman, being 
suddenly awakened by a man from a Wabash freight 
which had been trying to arouse him by blowing the loco- 
motive whistle, opened the derail (with the purpose of 
clearing the Wabash track) after the passenger train 
had passed the home signal: or after it had approached 
so near that it was too late to stop. 

unf, 30th, Baltimore & Ohio, Long Run, W. Va., freight 
train No. 97 was derailed by a rock which had fallen on 
the track and the engine and four cars fell into a swamp, 
where they sank in the mud. The fireman and one brake- 
man were killed and the engineman was badly injured. 

unf, 30th, 5 a.m., Southern Railway, Berclair, Miss., a 
passenger train was derailed by a tree which had been 
blown down and had fallen across the track. The en- 
gineman was fatally injured. 

unf, 830th, Southern Railway, Remington, Va., a freight 
train was derailed at a washout and the engine and 11 
cars were wrecked. The fireman was killed. 

unf, 30th, El Paso & Northeastern, El Paso, Texas, : 
gravel train running backward was derailed by a rock 
which is supposed to have fallen from the same train on 
a previous trip, and several cars were wrecked. Two 
laborers were killed and three injured. 


A New Hollow-Chisel Mortiser. 


The illustrations show a new vertical automatic hollow- 
which is now being offered to car builders 
the S. A. Woods Machine 


chisel mortiser 
and wood-workers in general by 


Co. It is estimated that the hollow-chisel mortiser does 
cheaper and better work from four to ten times faster 
than the earlier types, and these advantages are thought 


to be especially attractive to railroad companies. 
The mechanical development of this machine is thought 





View. 


Rear 


to be further machine pre- 
viously built. 
machine at all times, without changing his position. The 
following are some of its best features: 

Patented lay out stops; improved step bearing for tak- 
ing up end thrust of spindle and assisting in its support, 
this step always running in a bath of oil; a new device 
for instantly changing depth of mortise, as illustrated ; 
automatic belt tighteners for spindle belt, as shown in the 
back view; a novel clamping arrangement for locking the 


advanced than that of any 
The operator has complete control of the 


carriage into position. 

The chisel carriage is provided with a tra- 
verse movement with adjustable stops for regulating the 
travel. In this respect the machine is radically different 
from other 


chisel 


cross or 


medium-size mortisers and the advantage of 
the old way is apparent. 
The table has both vertical and longitudinal movement. 

The timber clamp 
table. There is an 
improved friction feed with quick return, two 
tainable. A patented spindle pulley, 
prevents air-cushioning of the belt, is used. 

The following are working dimensions: 
has a vertical travel of 91% in.: the chisel 
horizontal travel of 11 in. across the 
has a ean movement of 18 in., 
. high with 61%4-in. 


this construction over 


The chisel ram is vertically adjustable. 
is adjustable and detachable from the 
rates ob- 
pneumatic which 
The chisel ram 
carriage has 
timber; the table 
and will drop to 
; timber up to 


mortise stock 17 i chisel 


12 in. may be aneaa and chisels up to 1% in. can be 
used on hard wood. The required floor space is 5 ft. 
S in. x 4 ft. 
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TECHNICAL. 


Manufacturing and Business. 
J. A. Fay & Egan Co. has just received orders for some 
special wood-working machinery for the Pressed Steel 
Car Co. 

The Chicago-Cleveland Car Roofing Co. will build a 
plant in Cleveland, Ohio, 100 ft. wide and 325 ft. long. 
one story high, to cost about $25,000. 

The Bucyrus Co., South Milwaukee, Wis., reports a 
large demand for its steam shovels for railroad work. 
Several good orders from foreign countries have lately 
heen received. President Howard FP. Eells adds that 
their business was never better. 

The New York Bridge Company, a New Jersey corpor- 
ation, with an authorized capital of $500,000, has changed 
its name to the Metropolitan Bridge & Construction 
Company. Hector M. Hitchings is President; Melvin 
G. VPelliser, Secretary. The principal office is at 152 
Elm street, Arlington, N. J. 





Wood & Co. have started in business in Chicago at 440 
Marquette Building, as buyers and sellers of all classes 
of locomotives and cars. E. H. Wood and W. B. 
Iluskey are the partners and are well known in their 
line of business. Mr. Huskey was for several years with 
Fitzhugh & Co., Chicago and New York. 

The Chicago Pneumatic Tool Company report that 
since their reorganization orders for compressors, pneu- 
matic tools and appliances, including cranes and hoists, 
received from the Ist to the 15th inst. equal the total 
December business, which was greater than that of any 
preceding month. This includes an order for 80 tools 
from the Cramp Shipbuilding Co. 

At the annual meeting of the stockholders of the Pyle- 
National Electric Headlight Company, held Jan. 8, the 
following were elected directors for the ensuing year: 
Chas. H, Deere, Moline, Ill.; Edward E. Ayer, Chicago; 
Granger Farwell, Chicago; James Vilas, Jr., Chicago; 
Wm. F. Vilas, Madison, Wis.; Royal C. Vilas, Chicago; 
Wylie H. Vilas, Kast Orange, N. J. 

EK. FE. Silk, who has been associate editor of the Amer- 
ican Hngineer for the past two years, has resigned that 
position and will represent the O. M. Edwards Co., Syra- 
cuse, N. Y., after Jan. 31. Formerly Mr. Silk was in 
the motive power department of the Central Railroad of 
New Jersey with Mr. William McIntosh. The experi- 
ence obtained there and acquaintance made with railroad 
men in his later work will naturally help him in his 
new field. 

If. W. Armstrong, who, for more than 20 years, has 
been General Manager of the Verona Tool Works, severed 
his official connection with that firm on the first of the 
year to accept the Presidency of the James H. Baker Mfg. 
Co., of Pittsburgh and Tarentum, manufacturers of a gen- 
eral line of forgings. James H. Baker is Vice-President 
and General Manager, and H. M. Brackenridge is Treas- 
urer. The capital of the company has been recently in- 
creased to $500,000, They expect to take up new lines 
of forgings, particularly in the railroad business, as Mr. 
Armstrong is a graduate of the Pennsylvania Railroad, 
having served an apprenticeship as machinist, apprentice 
draughtsman and master mechanic. He has also had 
some experience in the steel business, having been at 
one time connected with the Crescent Steel Co. 


Iron and Steel. 
The Des Moines Bridge & Iron Works has increased 
its capital from $40,000 to $75,000, 

The Southern Pacific Company is reported to have 
ordered 75,000) tons of S8O-Ib. rail. 

The Crucible Steel Company of America will locate 
its new office in the Frick Building, in Pittsburgh. 

The VPorthind City & Oregon Ry. wants 35 miles of 56 
or 60-Ib. relaying rails for a contemplated new line. 

The Virginia Bridge & Lron Company, of Roanoke, Va., 
will increase its capital stock from $100,000 to $200,000. 

The Sprague Rolling Mills, owned by the Centennial 
Mills Company, of Vortland, Ore.. and Spokane, was 
burned on Jan. 24, causing a total loss. 

Chester Griswold, President of the Crown Point Iron 
Company, and director in several other companies, died at 
his home in New York City on Jan. 23. 

The American Steel Hoop Company has given notice 
that the price for bar iron is now $1.60 per 100° Ibs. 
for present delivery. This is an advance of $2 per ton. 

The American Foundry & Machine Co., of Cleveland, 
Ohio, was incorporated in Delaware on Jan. 27, with 
$300,000 capital stock. The object of the company is 
to mill and smelt iron and steel. 

The American Steel Wire Co., one of the constituent 
concerns of the United States Steel Corporation, has 
opened an office in the 'Tradesmen’s National Bank 
Building at Fourteenth and Wood streets, Pittsburgh, Pa. 

Andrew Welch, of Youngstown, Ohio, formerly of the 
Bessemer plant of the Republic Iron & Steel Co., has 
been appointed Master Mechanic of the rolling mills of 
the American Car & Foundry Company's plants at 
Detroit and St. Louis. 

Richard Henry Lee, Superintendent of the steel plants 
of the Colorado Fuel & Iron Co., has been appointed 
Superintendent of the blast furnaces. E. J. Rust, here- 
tofore Chief Engineer of the steel works, has been ap- 


pointed Superintendent of the Minnequa plant. 
It appears, says 7’he Iron Age, that the rail mills now 








have on their books for 1902 delivery about 2,350,000 
tons, which is pretty near the full capacity, and under 
the circumstances it is not surprising that the Mexican 
Central order for about 35,000 to 40,000 tons has gone 
abroad. 

W. R. Clifton, of Mingo Junction, has been appointed 
Superintendent of the Sharon Steel Company’s blast 
furnaces, to succeed G. R. Johnson, who goes to Joliet, 
on Feb. 1. Elmer Billings has been appointed Superin- 
tendent of the wire nail mill to succeed Chas. Lutz, 
resigned. 

L. C. Straight has been elected President, F. W. Beck. 
Jr., Secretary, and W. I. Moody, General Manager of 
the American Rolling Mill Corporation, which was or- 
ganized at the beginning of this year. The capital has 
been increased to $1,000,000. The company operates 
mills at Muncie, Ind., Muskegon, Mich.. and Sand- 
wich, IIl. 

The American Malleable Casting Company, Chicago, 
has been reorganized as the American Malleable Iron 
Company. John H. Palmer is President and Burton 
Smith Secretary and Treasurer of the new company. 
The capital is $200,000. The works of this company 
at Chicago Highlands, Ill., have an annual capacity of 
20,000 tons. 

Sir Wheatman D. Pearson, President of the British 
contracting firm of S. Pearson & Son, which concern is 
building the Tehuantepec Railway, and doing other im- 
portant work in Mexico, arrived in New York on Jan. 
29, and will spend a few days in the city before leaving 
for Mexico. Mr. Pearson’s concern is a large buyer of 
material in the United States for its Mexican under- 
takings. 

Elbert H. Gary, Chairman of the Executive Commit- 
tee of the United States Steel Corporation, has been 
elected Chairman of the Board of Directors of the Allis- 
Chalmers Company. He was one of those to assist in 
the formation of the company nearly a year ago, and 
was one of the directors. William Allis, who retires, 
with General Superintendent Edwin Reynoids, says _ ill 
health is the principal cause. 

Guest, Keen & Co., of Dowlais and Cardiff, who re- 
cently absorbed the Cyfarthfa Iron Works and collieries, 
have, it is announced, made arrangements to acquire the 
business of the Nettlefolds, big screw wire manufacturers 
of Birmingham. Guest, Keen & Co. have already ac- 
quired the big steel works of Crawshay Bros., at Merthyr 
Tydvil. The properties already taken over by this con- 
cern include collieries with an output of 1,500,000 tons 
annually, large iron and steel works, and large interests 
in mining properties- in Spain. 

At the annual meeting of the Cambria Steel Company, 
held in Philadelphia, Jan. 2, the following officers were 
elected: President, Powell Stackhouse; Vice-President, 
John W. Townsend; Secretary and Treasurer, W. D. 
Robinson; Assistant Secretary and ‘Treasurer, Alex- 
ander P. Robinson; General Manager, Charles S. Price. 
The following directors were elected: George F. Baer, 
Theodore N. Ely, Frank J. Firth, Leonard C. Hanna, 
Effingham B. Morris, Powell Stackhouse, Edward T. 
Stotesbury, John W. Townsend and R. Francis Wood. 


Two-Cylinder Compounds for the N. Y., N. H. & H. 
The American Locomotive Co. is building 10 two-cyl- 
inder compound switching locomotives for the New York, 
New Haven & Hartford. They are duplicates of 10 
six-wheel locomotives buikt at Schenectady in August, 
1900. This statement is of importance in the light of 
the increasing favor of compound engines, and the 
strength and variety which is now evident in the volume 
of orders and difference of classes. The weight of these 
locomotives is 131,000 Ibs.; steam pressure, 200 Ibs. ; 
the cylinders are-20% and 31 x 26 in., and the driving 
wheels are 51 in. in diam. 

Standard Steel Car Company. 
Contracts have been let by John M. Hansen, President 
of the recently organized Standard Steel Car Co., for 
some of the machinery for the new plant that will cost 
$500,000. The plans for the buildings are being made 
and the contracts let are for three presses varying in 
capacity from 200 to 1,000 tons from the Mackintosh- 
Hemphill Co., of Pittsburgh; punches and shears, from 
Hilles & Jones Co., of Wilmington,.Del., and riveters 
to be made by the Chambersburg Engineering Co. 
The electric apparatus will be made by the Westinghouse 

Electric & Manufacturing Co., and the electric cranes 
will be furnished by the Shaw Crane Co., of Muskegon, 
Mich. Shipments of this machinery must be begun 
within three months, and it is expected that the plant 
will be in operation by July 15. It is proposed to make 
0 steel cars a day. 

Continuous Rail Joint Company. 

The Continuous Rail Joint Company of America, which 
has shops at Troy, N. Y.. and Chicago, IIl., has in con- 
templation building a mill in Newark, N. J. Plans are 
now being made, it is said. for works that will require 
about 30 acres of land. 

Locomotive and Car Shops for the Canadian Pacific. 
An oflicer of the Canadian Pacific Railway says that 
the company has in contemplation building locomotive 
and car shops in the east end of Montreal, which will 
employ about 7,000 men. The ‘Dominion Government 
has approved an issue of $20,000,000 of capital stock of 
the company, subject to the approval of the shareholders. 
Of this new issue it is proposed to spend $1,500,000 on 
the proposed new shops, at which will be concentrated -all 


repair work except that done at Carlton Junction, north 
of Ottawa. The company has been negotiating for land 
for some time and is now said to have 600 acres. Among 
other improvements contained under the new issue will 
be new elevators and terminal improvements at $3,- 
000,000. 

Big Oil Tanks on the Southern Pacific. 
A Sacramento press note says that great preparations 
are being made on the Southern Pacific for using oil 
fuel in locomotives. It is said that oil storage tanks of 
625,000 gals. capacity are being built, one each at Marys- 
ville and Willows, Cal., and that a tank of 1,250,000 gals. 
capacity is going up at Sacramento. We gave an illus- 
trated description of oil-burning apparatus used on 
Southern Pacific locomotives, in our issue of Jan. 24, 
page 56. The present information, taken with what was 
then given, indicates quite fully the strength of the move- 
ment towards oil fuel. 

Signaling Notes. 

The Michigan railroad commissioner has approved the 
derail and signals at the crossing of the Corunna coal 
mine branch of the Detroit, Grand Haven & Milwaukee 
with the main line of the Ann Arbor road at Corunna. 

Work is now in active progress on the electro-pneumatic 
interlocking at the new Union passenger station at Pitts- 
burgh. The number of levers which will be used in con- 
trolling the signals and switches at this terminal will be 
greater than that at any other station in the United 
States. It is said that the contracts for this work will 
amount to $160,000. It is now expected to have the new 
station and yard finished by the first of next June, though 
the bridge over the Allegheny River will not be done; be- 
fore October. . 

The New York Central, in making changes in the 
block signals at various points between Albany and Buf- 
falo, and in the installation of interlocking where the 
switches have heretofore been worked by-ground stands. 
is abandoning some of the very small cabins which were 
built on the signal bridges when the block signals were 
established several years ago. Wooden frame cabins have 
been put up at the side of the road. In some cases bracket 
posts, at the side of the road, have taken the place of 
metal bridges across the tracks, a re-arrangement being 
found desirable in connection with the signaling of the 
side-tracks and cross-overs. It is not true, however, that 
metal bridges are being abandoned because they are not 
as durable as had been expected. - 


MacPherson Switch & Frog Company. 
The plant of the MacPherson Switch & Frog Co., at 
Niagara Falls, N. Y.,; has been finished. The building is 
185 ft. long and,80 ft. wide and fitted with the latest 
patterns of machinery for making Switches and frogs 
and other railroad specialties. A contract has been let 
for a building on the Canadian side of the river, at 
Niagara Falls, Ont., which it is expected, will be ready 
for business by June 1. The company has on hand a 
large number of orders calling for installations of the 
MacPherson patent switch and frog, some 600 of which 
are now in use on the railroads of the United States 
and Canada. 
The Georgia Car & Manufacturing Company. 
The Georgia Car & Manufacturing Company, situated 
conveniently in the South for making freight cars, box 
and flat cars, also logging trucks, has recently added to 
its equipment and made alterations to the plant which 
will greatly increase the capacity. The company has just 
taken some orders from the Brunswick & Birmingham 
R. R., Brunswick, Ga.; the Orange & Northwestern, 
Orange, Texas, and the Plant System, of. Savannah. 
Those desiring quotations on the kinds of cars made by 
this company will have their inquiries promptly attended 
to by addressing the Savannah office. At the recent 
stockholders’ meeting R. C. Foster was elected President 
and General Manager. 
Electric Headlights. 
We are somewhat surprised to learn that the Pyle-Na- 
tional electric headlight is in use on over 2,000 locomo- 
tives and on 110 railroads. The use of this headlight is 
growing steadily. The company now charges $200 to 
equip a locomotive, and this includes cab lights and lights 
under the running board, all of which make the inspec- 
tion and care of the engine much easier. 


Mechanician for the Bureau of Standards. 
On Feb. 26, an examination will be held for the position 
of Chief Mechanician to the National Bureau of Stand- 
ards. The duties of this position will be to construct and 
design scientific apparatus, and the appointee must have 
knowledge of the fundamental principles involved and 
ability to organize and supervise the work of others. 
The salary is $1,400 a year. Applicants must have had 
at least five years’ actual experience as _ instrument 
makers. Further information may be had from the 
United States Civil Service Commission, Washing- 
ten, BD. ©. 
The Tripper Attachment for Signals. 

In the last issue of the Railroad Gazette appeared an 
article by S. S. Neff, relating to the New York Central 
accident, suggesting a method for automatically stopping 
trains (illustrated by sketch C). No doubt, if such a 
device were used with the signal system, particularly in 
places where for various causes the lights or semaphores 
are liable to be obscured, greater safety would be ob- 
tained than by the use of an audible signal, which re- 
quires the application of the brakes by the engineman, 
and which may fail in its usefulness because of a defec- 
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tive torpedo 
apply the brakes. But the suggestion is not new. Such 
a device was invented over 20 years ago, and is the sub- 
ject of patent No. 231,511, dated Aug. 24, 1880, and 
re-issue No. 9,614, dated March 22, 1881. Both have 
been owned by the Westinghouse Air Brake Company 
for 20 years, but no use has been made of them for rea- 
sons that have often been discussed. 
7 Pressed Steel Car Co. 

At the annual meeting of the Pressed Steel Car Com- 
pany, held in New York, on January 22, three new 


directors were elected, viz.: Henry Phipps, G. HE. 
Macklin and F. G. Ely. The Schoen interests are 
now entirely out of the property. During the year 


ending Dee. 31, 1901, the company built 24,592 steel 


cars; of this number 2,957 were steel under- 
frame cars; also 15,264 truck frames, and 69,499 
bolsters. There are orders on hand for 8,550 steel under- 


frame cars and 2,575 steel underframes, which latter will 
be shipped to other car builders. Last ‘year cars were 
shipped to Cape Colony, Spain and New South Wales. 
The showing is not as favorable as was expected, the 
profits for the year, before dividends and depreciation, 
amounting to $1,927,925—a decrease from 1900 of $147,- 
256. This is generally attributed to competition, which 
has decreased profits on car building. In 1900 the com- 
pany paid 6 per cent. on its common stock, but in 1901 
the rate was reduced to 4 per cent., making the total dis- 
bursement for common dividends $750,000 in 1900 and 
$500,000 in 1901. After allowing for dividends, depre- 
ciation and renewals, the company on Dec. 31 had a 
surplus of $1,700,172—a decrease of $112,118 from the 
corresponding date in 1900. The balance sheet shows 
$5,000,000 first mortgage gold notes, an obligation that 
did not appear in the 1900 statement. These notes were 
created in February, 1901, to provide increased working 
capital. On the other hand, bills payable of $2,755,000 
in the 1900 exhibit were eliminated in the current state- 
ment. 





Notes. 

The Boston & Maine has contracted with the Inter- 
national Correspondence Schools of Scranton, Va., for 
courses of instruction for the employees of the road. One 
of the air-brake instruction cars of the Schools will be 
sent to the Boston & Maine periodically. 

The San Francisco Call says that the Southern Pacific, 
which has heretofore paid cash for its advertising in 
country newspapers, will hereafter ask the publishers to 
accept transportation instead> They will be given “all 
the transportations that they may wish in reason.” 

The Interstate Commerce Commission has at least one 
good quality, persistence. It is still prosecuting in the 
United States Courts, in California, the suit begun 
many months ago based on the decision of the Commis- 
sion in May, 1895, that the Southern Pacific and Union 
Pacific should not charge more than 65 cents on sugar 
from San Francisco to Omaha, while the rate from 
Kearney, Neb., to Omaha was 50 cents. 

The Corporation Counsel of the City of New York 
advises the Mayor that the contract between the city 
and the New York & Harlem Railroad, made in 1852. 
under which the city could prescribe what motive power 
should be used in‘propelling trains through the tunnel, is 
now of no effect, the powers of the city in this- respect 
having been abrogated by the law of 1872, providing for 
the improvement of the tunnel; also by certain other 
State laws. 

The Central Railway Clearing House, at Buffalo, 
which keeps the records of all of the joint freight busi- 
ness of the Vanderbilt roads, including the billing to and 
from a number of other roads, some of them extending 
to the Pacific coast, is the subject of a descriptive article 
in the Buffalo Express, of Jan. 19. Mr. Nicholson, the 
manager of the Clearing House, intimates that very 
likely the accounting for the joint passenger business of 
the roads interested may be handed over to the Clearing 
IIouse in the near future. ‘The freight earnings dealt 
with by this office amount to about 25 million dollars a 
year. The Clearing House has now been in operation 
nearly three years. The force of clerks numbers 225. 
An account of the working of this establishment \ 
given in the Railroad Gazette of May 24, 1901. 

At Washington, Jan. 27, the Supreme Court heard 
arguments for and against the application of the State 
of Minnesota for an injunction against the Northern Se- 
curities Company, owner of a majority of the stocks of 
the Northern Pacific and the Great Northern railroads. 
The arguments in behalf of the State of Minnesota were 
substantially the same as those which have already been 
cutlined in the Railroad Gazette. The Northern Se- 
curities Company was represented by Mr. W. D. Guthrie. 
Ife claimed that the court had no jurisdiction, as the 
complaint does not present a controversy of a civil and 
judicial nature between a State and a citizen of another 
State. The court is asked to prohibit, in New Jersey. 
acts which are entirely lawful in that State. No relief 
is sought against the Great Northern Railroad or tle 
Northern Pacific; this is a confession that neither road 
has violated the laws nor the Constitution of Minnesota. 
Minnesota does not forbid individuals or partnerships to 
hold stock of competing railroads. The alleged threat- 
eed injury is declared to be altogether remote and fanci- 
fil. Mr. Griggs, formerly Attorney General, also spoke 
for the Northern Securities Company. He said that 





THE RAILROAD GAZETTE 





or because the man does not immediately Minnesota was asking the assistance of a Federal Court 


in the enforcement of its own police laws. 
Traffic Notes. 

Press despatches of Jan. 27, repeating in substance 
what was given out on Jan 22, reported an agreement 
among the executive officers of the roads west of Chicago 
to hereafter publish all of their rates, including those 
on packing house products and export freight, which have 
been cut by secret concessions all of the time for a year 
or so past. The agreement is said to include also a clause, 
signed by the leading provision shippers, binding these 
shippers not to accept contracts at less than the published 
It is said that the railroads signing are the Gould 
roads, the Harriman roads, the Chicago, Milwaukee & 
St. Paul, the Chicago & North Western, the Atchison, 
Topeka & Santa Fe, the Chicago, Rock Island & Pacific, 
the Chicago, Burlington & Quincy, the Illinois Central, 
the St. Louis & San Francisco and the Chicago Great 
Western. These have agreed to issue imperative orders 
forbidding traffic officers to grant cut rates. The pro- 
vision and packing houses signing are said to be Armour 
& Co., Swift & Co., Nelson Morris & Co., the Cuhady in- 
terests, the G. H. Harnmond Company, the Ruddy Bros., 
Swarzschild & Sulzberger, the Anglo-American Provision 
Company and the Omaha Packing Company. 


rates. 


According to the Montgomery Advertiser, the Louis- 
ville & Nashville is going to plant, in Alabama, a garden 
of 900 acres with watermelons, beans, peach trees and 
other things which will promote freight traffic to North- 
ern States. 

The United States Supreme Court, on Jan. 27, in a 
case concerning the clause of the Constitution of the State 
of Kentucky, which embraces the long-and-short-haul law, 
decided that where the longer haul is through parts of 
two States the Constitution does not apply; to this ex- 
tent it is void. 

The Atchison, Topeka & Santa Fe has notified the 
fruit shippers that before the citrus fruit season of next 
year, its contracts with refrigerator car companies will 
expire; and that thereafter the company will have 
enough refrigerator cars of its own to carry the fruit. 
The company intends to so adjust its rates for ice as 
not to make a profit on the refrigeration charges. 

Chairman Reagan, of the Texas State Railroad Com- 
mission, has made a public statement explaining why he 
does not agree with the majority of the Commission in 
ordering a reduction in freight tariffs. He thinks that 
for distances from 25 miles to 50 miles, the new rates are 
much too low; for distances less than 25 miles they are 
unreasonably low; and there is an unnecessary reduction 
on distances above 186 miles.. This action. says Mr. 
Reagan, reverses the former policy of the Commission, 
which was to preserve competition between Texas mer- 
chants and those of other States. The new rates are 
likely to unfavorably affect the construction of new 
railroads. Moreover, the rates on cotton ought to be 
reduced before a reduction is made in the rates on gen- 
eral merchandise. 

I. C. C. Decision—Wilmington vs. Norfolk. 
The Interstate Commerce Commission, in an opinion 


by Commissioner Clements, has announced its decision 
in the case of the Wilmington, N. C., Tariff Association 


against the Cincinnati, Portsmouth & Virginia and a 
number of other roads. The relation of freight rates 


from Chicago, St. Louis, Cincinnati, Louisville and other 
western points to Wilmington, as compared with rates 
from the same points to Norfolk, Richmond and other 


Virginia cities, was the subject of this controversy. 
Rates from Cincinnati and Louisville to Norfolk are 


much lower than those from St. Louis and Chicago to 
Norfolk, and the competitive conditions at Cincinnati 
and Louisville appear to be of the same general char- 
acter as at Chicago or St. Louis. The same is true of 
rates to Wilmington from Cincinnati, Louisville, Chicago 
and St. Louis. No substantial difference appears to 
exist except that of distance, which favors Cincinnati 
and Louisville. Carriers north of Cincinnati, Louisville 
and other Ohio River points, obtain in most instances 
shares of the rates to Wilmington, which equal their 
local charges, while they accept much less than their 
local rates on traffic destined to Norfolk and other Vir- 
ginia cities, and the rates charged by carriers south of 
Norfolk, Richmond or other Virginia gateways on Wil- 
mington business are upon a_ high basis. 

The present rates from Chicago, St. Louis, etc.. to Wil- 
mington deprive that city in its competition with Nor- 
folk, Richmond and other Virginia cities of some of the 
benefits of those primary markets and limit Wilmington 
to such intermediate points of supply as Cincinnati and 
Louisville, from which points the rate relations appear 
to be fair and reasonable: and this subjects Wilmington 
to disadvantages which are in substantial degree undue 
and unreasonable and for which the defendant carriers 
are to that extent responsible. 

The decision of the Commission is that what consti- 
tutes just rate relations from Cincinnati and Louisville 
to Norfolk and Wilmington is a fair basis for relative 
rates from St. Louis and Chicago, and that basis should 
he adopted, with the modification in favor of the carriers 
that the readjustment may be made on the basis of East 
St. Louis rates, and the established practice of charg- 
ing practically the same rates from St. Louis and Chi- 
cago to Wilmington continued; that substantial com- 
pliance with such rule of adjustment would result by 
making the rates from Chicago, St. Louis and East St. 
Louis to Wilmington, 135 per cent. of the rates in force 
from East St. Louis to Norfolk. 

« 
For a Union Station at Buffalo. 

According to reports from Buffalo, Edward H. Butler, 
representing the Buffalo Union Station Committee, has 
had interviews with the presidents of all the railroads en- 
tering that city. in regard to building a union station. 
The New York Central asks that the Hamburg Canal. 
from Tlamburg street west to Main street, be filled and 
given to the railroads: that the city and the railroads 
buy the property bounded by Exchange, Main, Scott and 
Washington streets, the eventual ownership to be de- 
termined later: that in the station built thereupon all the 
railroads at present entering Buffalo shall have the 
right to come on terms agreed upon between them and 
the New York Central, the city to have no voice in the 
matter.of terms, not even to the arbitration of differ- 
ences. The railroads will decide whether any new road 
shall be admitted. In event of the first two features be- 
ing agreed upon President Newman promises to at once 
take up the proposition with the other roads and push 
matters to a conclusion as speedily as possible. In the 


event of the failure of the negotiations the New York 
Central will build its own new station in Exchange 
street on plans already prepared, but this work will be 
delayed some years and preparatory to it the roof of the 
present station will be taken off and sheds built out 
over the tracks as a makeshift. 
An Electric Train Fire. 
The Herald's European 
lished the following: 
‘Parisians had a scare the other day, when volumes 
of smoke were seen issuing from the Marbeuf and Alma 
stations of the Metropolitan Railway. The motor of a 
train caught fire and the blaze spread. The train pulled 
up under the Champs Elysées and the passengers were 
told to get out of the tunnel as best they could. No one 
was hurt, but the train was destroyed by the flames. <All 
who assisted at their extinction were nearly asphyxiated. 
Even after traffic had been re-established passengers suf- 
fered from the smoke, which hung in the tunnel for 
hours.” 


To Assist Italian Immigrants. 

It will probably be of some interest to railroad officers 
and contractors to know that the Society for the Pro- 
tection of Italian immigrants which was organized last 
March to afford advice, aid and protection of all kinds 
to Italian immigrants, and generally to promote their 
welfare, has established a labor bureau to check certain 
abuses. The Socicty is in touch with a number of con- 
tractors and would like to hear from railroad companies 
and industrial organizations of the country who want to 
employ Italian workmen. The office of the Society is 
17 State street, New York. 


New Line of Steamers to Newfoundland. 
The Boston & Newfoundland Steamship Co. has been 


edition last Saturday pub- 


recently incorporated, to operate a line of steamers sail- - 


ing semi-weekly between Boston and St. John’s, by way 
of Halifax. The directors are: H. B. Robinson, Ed- 
ward T. Fearing. Richard J. Morrisey, John B. Orr, 
George W. Young and William A. Alexander, of Boston. 


Large Cars for Maine. 

The Portland & Rumford Falls, as recently reported 
in the Railroad Gazette, is having a number of steel 
cars of 100,000 Ibs. capacity built by the Pressed Steel 
Car Co. It is said that these cars are the first of 100,- 
(00 Ibs. capacity to be bought by any New England road. 


Telephones on the Illinois Central. 

For some time past the Illinois Central has been send- 
ing train orders by telephone on the seven miles between 
Council Bluffs, Ia., and Omaha, Neb.; also on a portion 
of the lines at New Orleans, and temporarily on a short 
section at Chicago during the elevation of the St. Charles 
Air Line. As ‘used at these points, there is no change in 
the order of proceeding, the only difference being that the 
telephone is used instead of the telegraph to transmit 
orders and messages. Now the company intends to 
equip about 1,000 miles with long-distance telephones for 
the purpose of the operating department, and the tele- 
phone system will be used in conjunction with the exist- 
ing telegraph lines. If this proves satisfactory, all the 
Illinois Central lines will be equipped with long-distance 
telephones. 

The foregoing is the basis of fact on which the daily 
papers have built such marvelous headlines recently 
about the abandonment of the telegraph on the Illinois 
Central. 


Popular Engineering Lectures. 

Prof. William H. Burr, of Columbia University, wiil 
shortly deliver a series of popular lectures on civil engi- 
peering subjects in the Great Hall of the Cooper Union. 
New York City. These lectures are entirely free, and 
are delivered in co-operation with Columbia University. 
No tickets of admission are required, and the doors will 
be open from 7:15 to 8 p. m., after which no person will 
be admitted. The lectures are all to be illustrated by 
stereopticon views. They are to be delivered on Tues- 
days, beginning with Feb. 4, and running every week to 
March 11. The subjects of these six lectures will be: 


Ancient Civil Engineering Works, Bridges, Water 
Works for Cities and Towns, Some Features of Rail- 
road Engineering, Nicaragua Route for the Isthmian 
Ship Canal, Panama LRoute for the Isthmian Ship 
Canal. The University will publish these lectures in 


ove volume, and in the printed form they will. be con- 
siderably expanded. Obviously, the most strictly tech- 
nical part must be omitted in lectures designed for the 
audience that it is expected to secure on these evenings. 
One must recognize the industry and the energy of a 
gentleman so busy as Prof. Burr-in getting up and de- 
livering his course of lectures. 

New Car and Locomotive Shops. 

During the past week there were reports which indi- 
cated that several new locomotive and car building shops 
will be built. In another column we mention the shops 
proposed by the Canadian Pacific Railroad. <A report 
from Tacoma says that local capitalists have organized a 
company to establish a large plant in that city to make 
freight cars of Washington fir. From Hammond, Ind.. 
a report comes that the local Board of Trade is nego- 
tiating with Chicago promoters who contemplate estab- 
lishing locomotive and car building shops in Hammond, 
using the old building formerly used by the Corning 
Steel Company. 


Train Robbery in South Carolina. 
On the night of Jan. 27 a passenger train of the 
Southern Railroad was stopped by robbers near Branch- 
ville, S. C., and the two safes in the express cars were 
carried off in a wagon. It is said that there were seven 
of the robbers; that they boarded the train at a station 
getting on to the front of the car next to the engine, and 
then crawled into the cab when they reached the spot 
where they wished to stop. The express cars were de- 
tached and run about a mile ahead from the passenger 
cars before the safes were taken out. It is said that one 
of the safes was found the next day in a river, unopened. 
rhe passengers were not molested. 
Department of Commerce. 

The United States Senate on Jan. 28 passed the bill es- 
tablishing the Department of Commerce and Labor, which 
has been under discussion for several days. At this writ- 
ing it is not clear just what bureaus it is proposed to 
transfer to the new Department, but the amendment pro- 
posed by Senator Hale to include the Interstate Com- 
merce Commission was withdrawn. 


LOCOMOTIVE BUILDING. 





The Chicago, St. Paul, Minneapolis & Omaha is having 
10 locomotives built at Schenectady. 
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The Quebec & Lake St. John has ordered 13 engines 
for February delivery from the Baldwin Works. 

The Northern Pacific is having 10 locomotives built 
at the Richmond works of the American Locomotive Co. 

The lowa Central order for locomotives with the Amer- 
ican Locomotive Co., to be built at Schenectady, reads 
as follows: Six simple moguls, August delivery, gage 
4 ft. 8% in., weight on drivers, 125,000 Ibs. ; total weight, 
142,000) Ibs. ; diameter of cylinders, 20 in.; stroke of 
pistons, 26 in.; diameter of drivers, 63 in.; extended 


wagon-top boile rs, working steam pressure, 200 Ibs.; iron 
tubes, outside diameter, 2 in.; Otis steel fire-boxes; tank 
capacity, 5,000 gals. ; coal capacity, 8 tons; Westinghouse 
air-brakes, iron axles, Ceoke & Strong bell ringers, 
Streeter brake-shoes, Standard couplers, Wabash steel 
headlights, Ohio and Hancock injectors, U. S. metallic 


piston rod and valve vod packing, Ashton safety valves, 
Leach sanding devices, Nathan sight-feed lubricators, 
Scott springs, Ashton steam gages, Standard Steel Com- 
pany’s driving wheel and truck wheel tires. 


CAR BUILDING. 
The Pullman Co. is building four coaches for general 
service, 
The Illinois Central is having, 
Barney & Smith works. 


10 coaches built at the 


‘ sg Cuba Co, has ordered 50 flat cars from the Amer- 
ican Car & Foundry Co, 
oh American Car & Foundry Co. is building 270 


wagons for foreign railroads, 
The Detroit —— has ordered 50 stock cars from 
the American Car & Foundry Co. 


The age «& Ohio is having 65 freight cars built 


at the South Baltimore car works. 

The Cincinnati Southern order, reported last week, 
has been increased by 300 box cars. 

The National tig Co. has ordered seven car bodies 


American Car & Foundry Co. 

The St. Louis aces Cement Co. is 
freights built at the Detroit Car Works. 

The El Paso & Rock Island has ordered 
car from the American Car & Foundry Co. 

The International & Great Northern has ordered 50 
tank cars from the American Car & Foundry Co. 

The Arizona Copper Co. has ordered eight narrow 
dump cars from the American Car & Foundry Co. 

The Georgetown & Western has ordered 50 flat 
from the Georgia Car & Mfg. Co., of Savannah, Ga. 

The Southern has ordered 50 coke and 100 coal cars 
from the Georgia Car & Mfg. Co., of Savannah, Ga. 

The Harrisburg Traction Co. has ordered four street 
car bodies from the American Car & Foundry Co. 

The Mississippi River & Bonne Terre has ordered 100 
box and 25 dump ears from the American Car & Foun- 
dry Co. 

The Manhattan Elevated 
with the Wason Company, 
O”O cars. 

The Philadelphia & Reading is having 
by Osgood, Bradley & Co., a 
built at Wilmington. 

The Chicago Great Western has scien two baggage 
cars and eo combination baggage and mail car from the 
American Car & Foundry Co. 

The shee Pacific has ordered a private car from 
the American Car & Foundry Co., and two standard 
ballast distributing cars from the Rodger Ballast Car Co. 

The Merican National order, reported Jan. 17, includes 


from the 
having 22 


one private 
gage 


ears 


has contracted 
for remodeling 


(New York) 
of Springfield, 


30 coaches built 
Mass., and 10 


four first class coaches, four second class coaches, 14 
third class, six combined first and second, six combination 
baggage, mail, and express cars, and six baggage cars. 


Island & Peoria has ordered 10 34-ft. 40-ton 
and flat-bottom gondola cars, and one 


The Rock 
convertible ballast 


standard Rodger ballast distributing or plough car, 
equipped . with double ploughs. These are for April 
delivery. 
BRIDGE BUILDING. 
AKRON, Orrto.—The city is considering the feasibility 


of building a bridge over the canal connecting Main street 


and Wooster avenue. A committee has the matter in 
hand. 

ARAPAHOE, OKLA. T.—Bids are wanted, Feb, 24, by 
Wm. B. Walker, County Clerk, for four steel or com- 


Deer Creek in Custer County. 

21 the U. S. Senate passed bills 
Helena & Louisiana Railway to 
Arkansas River in Arkansas. 

The Senate also passed a bill on Jan. 21 extending the 
time within which the Mississippi River, Hamburg & 
Western Ry. is authorized to build a bridge across the 
Bayou Bartholomew, in Arkansas. 

A bill was introduced in the U. S. Senate, on Jan, 27, 
authorizing the Eldorado & Bastrop Ry. to build and 
maintain a bridge across the Ouachita River in Arkansas. 

BaLrimorr, Mp.—The Maryland & Pennsylvania Rail- 
road has applied to the Baltimore County Commissioners 
for right to extend several bridges over several county 
roads. 

BELPRE, OULLO, 
to build a 


bination bridges over 

ARKANSAS.—-On Jan. 
authorizing the Memphis, 
build two bridges across the 


Dwi 


Valley R. R. 
River at this 


Kanawha 
Ohio 


The Little 
proposes bridge over the 
place. 

BozEMAN, Mont.—Bids are wanted until March 5, by 
Ik. V. Blankinship, County Clerk, for a steel bridge over 
Kast Gallatin River. 

Castor, VA.—Bids are wanted until March 3 for build- 
ing a 333-ft. bridge of two spans over Staunton River. 

L. DeMott, Engineer, Lynchburg. 

CINCINNATI, Onto.—The Committee on Track Eleva- 
tion announces that a proposition has been submitted to 
the railroads waic h is to be agreed upon by Feb. 3. which 
requires that the city pay 35 per cent. and the railroads 
GO per cent. of the cost. 

CLEVELAND, O1tto.—The Clerk of the County Commis- 
sion wilt réceive bids until March 15 for building a 92-ft. 
(stone) skew arch over Euclid Creek, to cost $22,000, 

CoLtumBra, VA.—Bids be received by John W. 
Hlolland., at Wilmington, Feb. 10, for a steel 
bridge over Rivanna River. Bridge will be located 12 
miles from the Columbia station of the C. & O. 

Conumbpus, Ga.-—It is stated that the contract for the 


will 
Va. until 


THO-ft. bridge over Chattahoochie River will be let next 
month, The estimated cost is $40,000, 

DAYTON, Outo.—A bill has been introduced in’ the 
State Legislature to permit the city of Dayton to issue 


bonds for building two new bridges. 


$120,000 of 
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IowA.—It is said that the Interurban 
bids for bridges along the line to Colfax. 
-Plans are said to have been made for 
grade crossings on the Lackawanna 


DES MOINES, 
Ry. is receiving 
Dover, N. J. 
the abolishment of 
Railroad in Dover. 
DUBOIStTOWN, PA.—The County Commissioners have 
taken up the project for a steel bridge between Newberry 


and Duboistown. It will cost between $90,000 and 
$100,000. 
DuLuri, MINN.—The city has received estimates on 


the cost of rebuilding the long wooden viaduct over 
swamps and railroad track in the West End. It is esti- 
mated that a new wooden viaduct will cost $26,000 and 
that a steel structure will cost $100,000. 

KL RENO, OKLA. T.—The city is considering building 
a bridge over South Canadian River, at a cost of about 
$8,000, 

ELIZABETH, N. J.—The Elizabeth & . lainfield City Ry., 
according to report, will soon build a viaduct over the 
Lehigh Valley tracks at Pickton. 


NLIZABETHTON, TENN.—Carter County will build three 


bridges. George EF. Boren is chairman of the Bridge Com- 
mittee. 

KUFAULA, IND. T.—-We are told that bids will be 
wirnted soon for the steel bridge to be built over South 


Canadian River by the Eufaula Bridge Co., recently in- 
corporated. EF. W. Ahrens is interested. 

FALL River, MAss.—The Legislature has been asked 
to make an appropriation towards the new bridge to con- 
nect Fall River and South Somerset. 

GALESBURG, ILL.—The Peoples’ Traction C lompany will 
peed six or seven bridges and culverts on its proposed 
line between Galesburg and Abingdon. 

(OODLETTSVILLE, TENN.—Bids are wanted at once by 

: : ; ; 
A. R. Mather, at this place, for a steel bridge over Mans- 
krees Creek. 

GRAND RApips., Wis.—A committee has been appointed 
to get plans and estimates for a steel bridge over Wiscon- 
sin River. 

ITANNIBAL, Mo.—The 
proposes to build a bridge over Bear 
street. 

_INpDIANAPOLIS, IND.—The County Commissioners want 
bids for a bridge across Eagle Creek in Pike Township. 
Estimate, $7,000. 

INDIANAPOLIS, IND.—The County Commissioners have 
agreed to pay part of the cost with the Indiana, Shelby- 
ville & Southeastern Traction Co., for a stone bridge at 
New Bethel. 

_ KANSAS Crry, Mo.—A bill was introduced, 
in the House of Representatives, authorizing a bridge 
across the Missouri River at or near Kansas City, Mo. 

LAWRENCEVILLE, GA.—The County Commissioners are 
reported considering building a bridge at Rock Bridge. 

MADISONVILLE, TENN.—A bill has been introduced in 
the Ilouse of Representatives to permit a steel bridge 
to be built in place of the present wooden structure across 
Little Tennessee River at Nile Ferry, between Blount 
and Munroe counties. 

MATANZAS, CUBA.—Bids will be received until March 
6, at the office of the District Engineer in Matanzas, for 
building a freight house, pier, railroad and bridges at 
Matanzas. Information can be had from John S. Winn, 
Captain of Cavalry, U. S. A., Matanzas. 

MooresBurG, TENN.—G. W. Williams, of this place, 
will soon receive bids for a bridge in the county. 

NELSON, Bririst. CoLUMBIA.—A steel bridge will be 
built to replace the wooden structure across the Cootaiy 
River, a few miles south of this place. A steel bridge 
may also be built at the Slocan Crossing. 

New CARLISLE, OU10.—The Big Four, according to re- 


Hannibal Ry. & Electric Co. 
Creek, near Main 


Jan. 24, 


port, will put in a large girder bridge near this place. 
The company is said to have other bridges in contem- 


plation on the Peoria and Eastern Division. 

NEWARK, N. J.-—-The contemplated work of the Lack- 
awanna in this city includes a new bridge over the Pas- 
snic River, an ornamental bridge across Broad street, a 
new railroad station and the elevating and depressing of 
tracks. The work will cost about $3,000,000 ; of this the 
city will pay $600,000. 

Newton, Mont.—Bids are wanted until Feb. 6 for a 
combination bridge over Fox Creek. Address the County 
Commissioner. 

NorRMAN, OKLA. T.—The Board of County 
sioners will receive bids at this place, Feb. 11, for nine 
bridges of the following lengths: Thirty-foot, 40-ft., 46- 
ft. and 60-ft., on 12-ft. legs; also one 126-ft. cable bridge 
on steel tubes. 

Nortir WALES, PA.—The City Council is reported con- 
sidering errs a bridge over the Northern Pennsyl- 
vania R. R., at Pennsylvania avenue. 

OacoMaA, S. DakK.—The U. S. Senate, on Jan. 23, 
passed a bill extending the time for the commencement of 
a bridge across the Missouri River at or near Oacoma, S. 
Dak., to July 1, 1903, and its completion to July 1, 1906. 

OmAnA, Neb.—The Illinois Central Railroad, which 
recently bought controlling interest in the Omaha Bridge 
& Terminal Co., will put in a new draw span, 520 ft. long, 
in the bridge over Missouri River. 

The Union Stock Yards Company has made a proposi- 
tion to the city to build a viaduct over the tracks leading 
to the stock vards. This is the viaduct referred to in our 
last Construction Supplement, which was proposed over 
© street, in South Omaha. The estimated cost is $80,000. 

The Chicago, Rock Island & Pacific will, according to 
local report, build a bridge across Jefferson street, South 
Omaha. 

OTTAWA, 


Commis- 


Onvr.—-The City Council is reported consid- 


ering building a bridge over the canal at Somerset 
street. 

Pirrspurcu, Pa.—Four bids were received for re- 
moving the old Tenth street bridge. That of C. M. 


American 


$8,773.57; J. KE. Walsh, $9,700 ; 
$10,- 


$9,975, and Cronin & O’Herron, 
was awarded to C. M. Driver. 


Driver was 
Bridge Company, 


S00. The contract 

The Wabash Railroad will soon let the contract 
for the substructure of its bridge over the Ohio 
River, at Mingo. This will require about 15,000 


The superstructure was let some 
A steel via- 
but details 


cu. yds. of masonry. 
time ago to the American Bridge Company. 
duct on the Ohio side will have to be built, 
for this have not yet been decided upon. 
Bids will be received until 10 a. m., on Feb. 5, at the of- 
fice of the City Controller, for rebuilding the substruc- 
ture and the superstructure of the Lincoln Avenue ‘bridge, 
Director of 


Plans and specifications may be had of the 
Public Works. This bridge will be 472 ft. long and cost 
about $165,000, 


PLAtrsMoUuTH, NEB.—Recently we mentioned the fact 
that a pontoon bridge was proposed over Missouri River 





0. 9. 


VoL. XXXIV., 








at this place, and that Mayor T. E. Parmele was inter- 
ested. The Mayor writes us that the bridge will-be about 
S900 ft. long and cost $15,000, and that he would like to 
lear from pontoon bridge builders. 

RACINE, Wis.—We are told that the city of Racine 
has two bridges in contemplation. 

RicuMonp, VA.—The County contemplates 
$12,000 of bonds with which to build bridges. 
_ Rome, N. Y.—The city is asked to pay part of the cost 
for a bridge over the Erie Canal at South James street 
and at Washington street. The Jamés street bridge will 
cost about $20,000 and the Washington street bridge 
$22,000 

SCRANTON, 


issuing 


Miss.—Contracts will be let on March 3 
for a bridge over Little Red Creek. EF. H. Lewis, Clerk. 
Sourn BEeNb, INp.—-The City Engineer has recom- 
mended that new bridges be built over the river at Colfax 
avenue, over Spring Brook at Springbrook Park, and over 
Bowman’s Creek at Pennsylvania avenue; and also sug- 
gests that a bridge be built over St. Joseph’s River at 
Washington or Jefferson streets, or at Colfax avenue. 

Str. Joun, KAN.—The County Commissioners are con- 
sidering building a bridge over Rattlesnake Creek, for 
which bids will be wanted April 7. 

Sr. Josepu, Mo.—-The U. 8. Senate, on Jan. 21, passed 
the bill authorizing the Chicago, Rock Island & Pacific 
Railway to build a railroad bridge across the Missouri 
River at or near St. Joseph, Mo. If built as a draw 
bridge it sball be a pivot draw bridge over the main 
channel of the river, with spans not less than ¢ 200 ft. in 
the clear on each side the pivet clear of the draw, and 
not less than 10 ft. above extreme high water. If built 
with unbroken spans it shall be not less than 50 ft. above 
high water and shall have at least one channel span of not 
less than 400 ft. clear water-way, all other spans over the 
water to be at least 300 ft. in the clear. The bill con- 
tains the usual provisions for the approval of all plans 
or proposed changes by the Secretary of War. 

Sr. MArys, Ontto.—Bids are wanted, until Feb. 14, 11 
a.m. by G. A. Orphal, County Auditor, Wapakoneta, 
Ohio, for a steel bridge of two 75-ft. spans. 

Sr. PAuL, MINN.—Bids are wanted until Feb. 4, for 
enlarging the Harriet Island bridge over the -Mississippi 
River. Matt. Jansen, City Clerk. 

Syracusk, N. Y.—George G. Metz, City Clerk, writes 
us that a bridge is proposed at Franklin street by the 
New York Central R. R., and that the city has set ‘aside 
its share of the appropriation to build a bridge at Willow 
street, over Oswego Canal. 

TacomMA, Wasu.—The Chamber of Commerce is agi- 
tating for a bridge across the Puyallup River on Eleventh 
street, instead of the bridge on Twenty-first street, as 
previously contemplated. The approximate cost is 

5 





Terre ITAure, INpb.—The County Commissioners are 
again considering the question of building a bridge over 
Wabash River at Wabash avenue. Plans for a_ steel 
bridge were made last year, but now the commissioners 
= considering building a concrete-steel bridge. Prof. 

A. Ilowe and Prof. J. E. Starbuck made the plans. 

eee Ouro.—The Wheeling & Lake Erie proposes 
to make some extensive improvements between Massillon 
and Toledo, which includes new bridges. 

TOWANDA, PA.—The county is preparing to rebuild 
nine bridges which were destroyed by flodds in December. 

Tucson, Anriz.—The El Daso, Phoenix & California 
Southern R. R., recently incorporated, will need a bridge 
about 700 ft. over Salt River, a 1,000-ft. bridge over Dil- 
la River and one S00 ft. long over Hassawampa River. 
John A. Kurtz, of Uhoenix, is interested. 

Warrsurc, TENN.—Morgan County contemplates 
building a steel bridge over Bear Creek. Address R. Rise- 
don, Wartsburg, Tenn. 

WasHINGTON, D. C.—In the U. S. Senate, on Jan. 27. 
Senator MeMillan introduced a bill providing for re- 
building the Aqueduct Bridge at a cost of $800,000, one 
half the cost to be paid by the District of Columbia, and 
the work to be done under the direction of the Secretary 
of War. Some work was done on some piers of this 
bridge during the past three years, but while it is now 
quite safe for the present use, it is not strong enough to 
bear the added weight of electric cars which it is desired 
to run over it, and a new modern bridge is needed. 

WASHINGTON, PA.—Viewers from Washington and 
Greene counties have selected the site for the proposed 
highway bridge over Ten Mile Creek, between the coun- 
ties. The bridge will be a steel structure of 135-ft. span. 

WarerLoo, TowA.—Plans are being made for the 
bridge on Bridge street, over Cedar River. It will be 
520 ft. long, probably of seven spans, and it is expected 
that the County Commissioners will want bids at once. 
The estimated cost is $50,000. J. R. Vaughan is Secre- 
tary of the General Committee. 

Westroro, ON?T.—-Three iron bridges are proposed over 
Jack River, in Nepeau Township, at a cost of $10,000. 
I. W. Herfer, Clerk 

Wiciita, KANSAS.—The County Commissioners have 
completed pl: ins for a steel bridge crossing the Little Ar- 
kansas River in Valley Center Township. The bridge 
will have two 85-ft. steel spans. Bids are wanted. 

WiILLtAMsport, PA.—Plans are being made by the 
Pennsylvania R. R. for a bridge over Lyconing Creek. 
The bridge which was destroyed was of two span, total 
length 213 ft., but it is proposed to have the new bridge 
of three spans. 

WILLIAMSPORT, IND.—Bids are wanted, Feb. 14, for « 
viaduct 430 ft. long, on the Independence and Green Ili!! 
road. W. H. Genomer, County. Engineer. 

WILMINGTON, DEL.—Local report says that the Penn 
sylvania Railroad will ask at once for bids for some 
bridges veeded in Wilmington, in connection. with its 
plan to eliminate the grade crossings. 

WINCHESTER, Wis.—We are told that bids will soon 
be wanted by J. I. Hough for a steel bridge over Ra! 
River. 

Wooster, Onto.—We are told that Wayne County wil! 
need about 20 bridges this summer. John W. Cutte’, 
President of the Board of County Commissioners, wi! 
let the contracts. 


Other Structures. 


Birpsporo, Pa.—The E. & G. Brooke Iron Co. has !:' 
the contract to L. H. Focht, of Reading, for its new ste! 
foundry. The building will be of brick and iron, 248 
PPO ft. with an addition, G2 x 140 ft. The plans we 
made by S. V. Huber & Co., of Pittsburgh. 

CHARLESTON, W. VA.—The Chesapeake & Ohio Ity. 
has decided to make extensive improvements at Charle-- 
ton. A station at Charleston will cost $25,000. 


Dusots, PA—Julian Kennedy, of Pittsburgh, is mak- 
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ing plans for the new furnaces of the Rochester. & Pitts- 
burgh Coal Co., to be built between Falls Creek and 
Dubois. The furnaces will be 80 x 19 ft., and -will op- 
erate on foundry iron. ‘This is one of the projects of 
the Buffalo, Rochester & Pittsburgh Ry. It is expected 
that the furnaces will be finished early in 1903. 

DusuQquE, Iowa.—Tue Chicago Great Western will 
enlarge its roundhouse here. The company proposes to 
spend about $150,000 on improvements this year in this 
vicinity. 

JENISON, Micu.—The Detroit Construction Co., which 
is building quite a number of electric railroads in the 
vicinity of Detroit, will build car barns in the spring 
at Jenison, and later on may make it their headquarters, 
with repair shops, ete. 

PitTsBpuRGH, Pa.—The American Sheet Steel Co. will 
spend about $1,000,000 on extending its plants early this 
spring, for which plans are reported under way. HK. W. 
Pargney is manager. Practically all the important plants 
of the company are to be enlarged, with additions to 
heavier gage mills. 

Jones & Laughlin, Ltd.,. have bought ground in Pitts- 
burgh, to provide room for an extension to the works. 
An extension to the structural mill will be made first. 
The open hearth and blooming mills are now building. 

SMITHVILLE, TEXAS.—The Missouri, Kansas & Texas 
proposes to enlarge its shops here, also to enlarge the 
roundhouse. 

UrsBana, Itut.—The Cleveland, Cincinnati, Chicago & 
St. Louis proposes to add new machinery to the shops 
at this place; and will receive bids in a few days for 
other work to be done at these shops. 

WicuitTa, Kan.—The Wichita Bridge Co., which is 
building a bridge building plant in this city, will soon be 
in the market for the entire equipment of bridge building 
machinery. 

WILMINGTON, DeL.—Fire on the night of Jan. 27 de- 
stroyed the Patterson shops of the Philadelphia, Wil- 
mington & Baltimore; estimated loss, $50,000. 


WINSTON-SALEM, N. C.—Negotiations are under way 
with the Mayor by outside capitalists for a location for a 
plant to make railroad and street cars. 

WorcestTER,. Mass.—Officers of the Boston & Albany 
and New York Central are reported considering plans 
for a new freight office and an addition to the present 
freight house in this city. 








MEETINGS AND ANNOUNCEMENTS. 


(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies see advertising page xvii.) 


Railway Signaling Club. 

The next meeting of this club will be held on Tuesday, 
March 11, at the Great Northern Hotel, Chicago. No 
meeting was held in January. 

Illinois Society of Engineers and Surveyors. 

The seventeenth annual meeting of this Society was 
held at Joliet, Ill., Jan. 22 to 24. <A long and interesting 
programme of papers and discussions was presented. An 
excursion was made to Lockport to inspect the con- 
trolling works of the sanitary canal, and to the water 
power plant of the Economy Lightand Power Company. 
A night visit was made to the Illinois Steel Company’s 
works. j 
American Society of Civil Engineers. 

Wednesday, Feb. 5.—At this meeting a paper by Ernest 
P. Goodrich, Jun. M. Am. Soc. C. E., entitled “The Sup- 
porting Power of Piles,” will be presented for discussion. 
This paper was printed in the Proceedings for December. 

Wednesday, Feb. 19.—At this meeting a paper by 
Walter Loring Webb, Assoc. M. Am. Soc. C. E., entitled 
“Some Devices for Increasing the Accuracy or Rapidity 
of Surveying Operations.” will be presented for ‘liscus- 
sion. This paper was printed in the Proceedings for De- 
cember, A 

Wednesday, March 5.—At this meeting a paper by 
George S. Morison, Past-President, Am. Soc. C. E.. en- 
titled “The Bohio Dam,” will be presented for discus- 
sion. This paper is printed in the Proceedings for Jan- 
uary. ; 

Wednesday, March 19.—At this meeting a paper hy 
C. A, P. Turner, M. Am. Soc. C. E., entitled ‘“hermo- 
Electric Measurement of Stress,” will se presented for 
discussion. ‘This paper is printed in the Proceedings for 
January. 

The thirty-fourth annual convention of the Society 
will be held at Washington, D. C., beginning on Tues- 
day, May 20. 








PERSONAL. 


(For other personal mention see Elections and 
Appointments.) 


—Mr. W. W. Follett, of Colorado, has been appointed 
by the President and confirmed by the U. S. Senate as 
Consulting Engineer for the United States on the Inter- 
national Boundary Commission provided for in the con- 
vention with Mexico, March 1, 1889. 

—Mr. C. W. Booth, the new Purchasing Agent of the 
Wisconsin Central, succeeding Mr. Whaling, has been 
connected with this company for 11 years. He com- 
menced his railroad career in 1883, when he entered the 
service of the Northern Pacific as a clerk to the general 
car foreman, Six months later he was transferred to the 
office of the Superintendent of Motive Power. Mr. Booth 
was born near Detroit 36 years ago. 

—Mr. J. A. Gibson, whose entire railroad service has 
been with the Peoria & Eastern, and who has just re- 
cently been appointed Division Master Mechanic, was 
born in Vermillion County, Ill., in 1863. When 21 years 
of age he started his career as a fireman with the Peoria 
& Eastern, commonly referred to as the Peoria Division 
of the Cleveland, Cincinnati, Chicago & St. Louis. In 
1890 Mr. Gibson was promoted to engineman. Three 
years later he became road foreman of engines. 
_—The new Assistant Engineer of the Pittsburgh Divi- 
sion of the Pennsylvania Railroad, Mr. James Buckelew, 
is 88 years old. He was born in Jamesburg, N. J., and 
graduated as a civil engineer from Princeton in 1885. 
The same year (1885) he became a rodman on surveys 
and construction for the Pennsylvania. The following 
year he was transferred to the maintenance of way de- 
partment. Four years later (1890) he was appointed 
Supervisor and from then until 1895 Mr. Buckelew has 
held similar positions on different divisions. In 1901 
he became Assistant Engineer of the Tyrone Division, 
from which position he was promoted to the Pittsburgh 
Division the first of this year. 

—Mr. W. G. Nevin. General Manager of the Lines 
of the Atchison, Topeka & Santa Fe West of Albu- 





querque, died suddenly of heart disease at his home in 
Los Angeles, Cal., Jan. 26, aged 47 years. Mr. Nevin’s 
railroad career dated from 1876. He was for four years 
a clerk for the Atchison, Topeka & Santa Fe. From this 
he steadily rose, through the positions of Material Agent, 
Purchasing Agent, Assistant to the General Manager, 
Assistant to the First Vice-President, to the position of 
General Purchasing Agent of the “Atchison.” Two years 
afterwards (1897) he became General Manager of the 
Santa Ie Pacific, and later assumed a similar position 
on the San Francisco & San Joaquin Valley. In Feb- 
ruary last, owing to ill health, Mr. Nevin was granted a 
six months’ leave of absence. 

—Mr. Charles 'T. Means, who was Superintendent of 
the Manchester (N. H.) Locomotive Works until their 
absorption by the American Locomotive Co., in June last, 
died at his home, in Manchester, Jan. 25, at the age of 
46 years. Mr. Means was for many years identified with 
the Manchester Locomotive Works and, while he pre- 
ferred to hold the modest title of Superintendent, was 
recognized as the practical head of the company. Indeed, 
the ultimate success of the works was due largely to 
Mr. Means’ administration. So far as hig intercourse 
with railroad officers went he was thoroughly liked, but 
his work took him little outside of New England. Mr. 
Means was, up to the time of his last illness, identified 
with both state and national politics, and the same modest 
disposition which was characteristic of the man caused 
him to repeatedly decline nominations to Congress and for 
the office of Governor. : 

—Mr. David McCargo, who, for 24 years, was General 
Superintendent of the Allegheny Valley (Pennsylvania), 
died Jan. 25, at Atlantic City. Mr. McCargo was born 
at Pittsburgh, Pa., June 6, 1835. He began with the 
Pennsylvania in 1857 as Superintendent of Telegraph. 
After leaving the telegraph department he became Assist- 
ant Superintendent of the Pittsburgh Division. In 1865 
he was appointed Superintendent of the Oil Creek, and 
in 1866 Superintendent of the Milwaukee & Minnesota. 
In 1867 he returned to the telegraph service, as General 
Superintendent of the Pacific & Atlantic Telegraph Com- 
pany. For two years (1874-1876) he held the position 
of Vice-President and Receiver of the Oil Creek & Alle- 
gheny River, which was reorganized as the Pittsburgh, 
Titusville & Buffalo. Mr. McCargo became General 
Superintendent of the Allegheny Valley in 1875, which 
position he held until ill health compelled him to retire. 

—Mr. Joseph Marshall Graham, Chief Engineer of the 
Baltimore & Ohio, whose jurisdiction was recently ex- 
tended over the Southwestern Division of the Baltimore 
& Ohio Southwestern, is a native of Indiana, having 
beep born at Crawfordsville, May 15, 1850. For three 
years (1870-1873) he was engaged in various railroad 
and city surveys in Indiana and 
Illinois. In the last-named year 
he became Assistant Engineer of 
the Graysville & Mattoon and 
the Charlestown, Tuscola & Vin- 
cennes. In 1874 he held a sim- 
ilar position on the Bedford, 
Springfield, Owensburg & Bloom- 
field. This position he held for 
one year and at the end of that 
time (1875) he became Chief 
Iengineer. He then went with 
the Danville, Olney & Ohio 
River as Chief Engineer, later 
going to the Chicago, Texas & 
Mexican. In 1882 he returned 
to the Danville, Olney & Ohio 
River as General Superintendent, 
but shortly resigned to go with 
the Northern Pacific. From 
1888 to 1890 Mr. Graham was 
Chief Engineer and General Man- 
ager of the Northern Pacific & 
In September, 1891, he became Superinten- 


Manitoba. é 
dent of the Baltimore & Ohio, later being promoted to 
the position of General Superintendent, which position 
he held until 1899, when he received the appointment of 
Chief Engineer. 


ELECTIONS AND APPOINTMENTS. 


Alabama Great Southern.—The jurisdiction of W. a. 
Murphy, General Manager of the Cincinnati, New Or- 
leans & Texas Pacific (Queen & Crescent), and M. F. 
Molloy, Auditor, is extended over the A. G. S., suc- 
ceeding F. S. Gannon and A. H. Plant, respectively, 
resigned. Charles Patton has been appointed Assistant 
Treasurer. The operating headquarters of the A. G. 8. 
will, after Feb. 1, be at Cincinnati, Ohio. Samuel 
Spencer, President of the Southern, is President of both 
these companies. 

Atchison, Topeka & Santa Fe,—G, W. Smith, Master 
Mechanic of the “Santa Fe Coast Lines,” which is now 
the official name for that part of the Santa Fe System 
west of Albuquerque, has resigned. 

Augusta Southern —F. K. Huger has been appointed 
Superintendent, succeeding A. Gordon Jones. (See 
Southern.) 

Denver & Rio Grande—J. H. Rathbone has been ap- 
pointed Assistant Division Master Mechanic, succeed- 
ing John Kelker, resigned. J. Irwin has been ap- 
pointed Assistant Division Superintendent, with head- 
quarters at Salida, Colo., succeeding Wm. D. Lee. 

Krie—Henry E. Gilpin, heretofore Assistant General 
Manager at Cleveland, Ohio, has been appointed Gen- 
eral Superintendent of the Ohio Division and the 
Chicago & Erie R. R., with headquarters at the same 
place. George T. Slade, heretofore Assistant Gen- 
eral Manager at New York, becomes General Super- 
intendent of the Erie Division, with headquarters at 
New York. The position of Assistant General Man- 
ager has been abolished, effective Feb. 1. 

Gulf & Ship Island—J. H. Thompson has been ap- 
pointed Consulting Engineer. 

Indiana, Illinois & Iowa (Lake Shore & Michigan South- 
ern).—The new Directors of this company are: W. K. 
Vanderbilt, W. H. Newman, H. McK. Twombly, E. 
V. W. Rossiter, H. B. Ledyard, E. D. Worcester, W. 
C. Brown and W. J. Calhoun. Mr. Shonts retires from 
the Presidency, and it is understood that the jurisdic- 
tion of W. C. Brown, Vice-President and General Man- 
ager of the L. S. & M. S., will be extended over the 
k, .&! 

Kansas Southwestern.—K. L. Kingsbury has been ap- 
pointed Secretary and Auditor, and W. Wilcox, 
Treasurer, with headquarters at Arkansas City, Kan. 

Miller County.—The officers of this company are: Pres- 
ident and Treasurer, F. M. Pease; Vice-President and 
Secretary, W. W. Taberner, and Assistant Secretary, 
George H. Monahan. (See R. Construction 
column. ) 

Missouri, Kansas & Texras.—E. M. Collins has been ap- 


pointed General Superintendent, with headquarters at 
St. Louis, Mo., succeeding:M. Sweeney, resigned. 

Montour—James E. Simons has been appointed Gen- 
eral Manager of this company and the Pittsburgh & 
Moon Run, with headquarters. at Montour Junction, 
Pa. After Feb. 1, all United States mail for Mr. 
Simons should be sent to Coraopolis, Allegheny County, 
Pa., and all railroad mail should be sent to Montour 
Junction. 

Pennsylvania.—The following appointments have been 
made to take effect Feb. 1: Frank P. Abercrombie, 
heretofore Superintendent of the Amboy Division, be- 
comes Superintendent of the-New York Division, suc- 
ceeding R. M. Patterson. Victor Wierman, heretofore 
Superintendent of the Frederick Division, Superin- 
tendent of the Amboy Division; and Joseph B. Baker, 
Jr., heretofore Assistant Engineer of the Philadelphia 
Division, succeeds Mr. Wierman. John 8S. Ruth, 
heretofore: Assistant Auditor of the Northern Central, 
becomes Assistant Auditor of Coal Freight Receipts of 
the Pennsylvania. 

Phillipsburg Ry. & Quarry.—J. F. Shearer has been 
elected President, succeeding the late HK. L. Bond. 

Pittsburgh & Moon Run.—(See Montour). 

Reid Newfoundland—H. B. Curtis has been appointed 
General Superintendent of the Express .Department in 
connection with this company’s railroad and steamship 
system, which will be known as the Newfoundland 
Express Company. H. McNeil has been appointed 
Auditor, with headquarters at St. John’s, N. F. I. 
A. Morine becomes General Passenger Agent. D. 
Sutherland succeeds Mr. Morine as General Freight 
Agent. 

Rutland—G. W. Kenney has been appointed Superin- 
tendent of Motive Power and Kolling Stock. ‘IT. J. 
Reed becomes Assistant Superintendent of Motive 
Power, and C. J. McMaster Assistant Superintendent 
of Rolling Stock. ‘The position of Master Car Builder 
has been abolished, effective Jan. 20 

St. Louis, Iron Mountain. & Southern (Missouri Pacific). 
—A. S. Grant, heretofore Master Mechanic of the 
Houston East & West Texas, has been appointed 
Master Mechanic of the St. L., I. M. & S., with head- 
quarters at Little Rock, succeeding J. T. Stafford, 
assigned to other duties. 


‘St. Louis Merchants’ Bridge T'erminal.—(See ‘Terminal 


R. R. Association of St. Louis.) 

Seaboard Air Line.—At a meeting of the Board ‘of Di- 
rectors held recently A. S. Cochrane was elected a 
Director, succeeding his father, the late W. I’. Coch 
rane. 

D. H. Barger, heretofore Claim Agent of the Norfolk 
& Western, has been appointed Superintendent of the 
Second Division of the S. A. L., succeeding I. K. 
Huger, resigned. (See Southern.) 

Southern.—F,, K. Huger, heretofore Superintendent of the 
Second Division of the Seaboard Air Line, has been 
appointed Superintendent of the Charleston Division 
ot the Southern, succeeding A. G. Jones, who has been 
transferred to the Washington Division as Superin- 
tendent, with headquarters at Charlottesville, Va. 

T'cnnessee Coal, Iron & Railroad — John Dowling, Divi- 
sion Superintendent, with headquarters at Bessemer, 
Ala., has resigned. 

Terminal &, R. Association of St. Louis —Owing to the 
death of John W. ‘Taylor, Chief Engineer, H. J. Pfeifer, 
as First Assistant Engineer, will have charge of main- 
tenance of way and structures and of all matters per- 
taining to the Engineering Department of this com- 
pany and the St. Louis Merchants’: Bridge Terminal. 








RAILROAD CONSTRUCTION. 


New Incorporations, Surveys, Etc. 

ALBANY & NoRTHERN.—Surveys are reported for an 
extension 35 miles long, from the present terminus of this 
railroad at Cordele, Ga., to Hawkinsville, and it is said 
that the prospects of building are good. The road is at 
present in operation between Cordele and Albany, Ga., 
35 miles. 

ATLANTIC & LAKE SUPERIOR.—An officer writes that 
this line in Quebec is now being operated by the bond- 
holders who are completing it to the 100th mile. This 
work will be finished early in the summer. Charles R. 
Scoles is the contractor. After this it is the intention of 
the bondholders to ask permission from Parliament to 
build on as far as Fort Daniel. 

BELLINGHAM Bay & HAstTeRN.—<An officer writes 
that the extension from Lake Whatcom to Wickersham, 
Wash., 15 miles, and the one between Whatcom, Wash., 
and Fairhaven, two miles, are completed. The _ re- 
mainder of the proposed extension from Sumas, Wash., 
to Ruby Creek, 75 miles east, of which 15 miles has 
been completed, is still under consideration by the di 
rectors. G. G. Donovan, General Superintendent. 

Boone, ROCKWELL Crry & NortHweEsTEeRN.—In addi- 
tion to this company’s proposed extension from Gowrie 
to Rockwell City, Iowa, it has been decided to extend 
the road from the Southern terminus at Fraser, to New- 
ton, Jasper County, a distance of 65 miles. Hamilton 
Browne is President. 

CALIFORNIA EASTERN.—An officer writes that what is 
known as the Ivanpah extension between Ivanpah and 
Manvel, 12 miles, was completed Jan. 16, 1902. This line 
is projected between Ivanpah and Goffs, 40 miles, but 
there are no plans at present for building beydnd Manvel. 

CANADIAN Paciric.—Application is wemg mic of 
the Canadian Parliament for an act authorizing a 24-mile 
extension from a junction with the North Shore Railway, 
to run northwest to Shawenigan Falls and thence north- 
east to Grand Meré, with power to issue bonds for its 
construction which shall be a first lien on the road. 

CANE BELT.—An officer writes that this company has 
laid 251%4 miles of track during the past year between 
Wharton and Bay City, Texas. No new work is at pres 
ent under contract, but surveys have been made from 
Bay City to Quintana, Texas, 45 miles. Address W. T. 
Eldridge, Eagle Lake, Texas. : 

Cuicaco & Cinctinnati.—This company has been in 
corporated in Indiana, with a capital stock of $50,000, 
to build a road from a junction with the Cincinanti, 
Richmond & Muncie, to a Chicago connection. 

CHARLOTTE, Monroe & CoLUMBIA.— An officer writes 
that about 10 miles of this new railroad in North and 
South Carolina have been completed and that eight miles 
more are to be let soon. Ernest Williams, of Raleigh. 
N. C., is Vice-President. 

Cuicago, Rock Istanp & Paciric.—An officer writes 
that grading is completed on the extension from Enid, 
Okla. T., to Watonga, 60 miles, by way of Ringwood. 
O’Keene and Hitchcock. It is also proposed to extend 
from Watonga to Anadarko, and from Lawton, Okla. T., 
25 miles in a southwesterly direction, and the prospect 
of building soon on these last-named extensions is good. 
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CoLoraApo Roaps.—It is officially stated that the cur- 
rent press reports of the new railroad to be built in 
Colorado between Steamboat Springs, Middle Park and 
sections, are erroneous, and that no such work is 


other ¢ C 
planned at the present time. 


CoLUMBIA SouTHERN.—Articles of incorporation have 
filed in Oregon, for a company known as the Co- 
Southern Ry. Extension, for the purpose of ex- 
the line of the Columbia Southern from its 
present terminus at Shaniko, to Bend, about 100 miles 
distant, with branches to Ashwood and Prineville. This 
extension will run in a southerly direction to Shaniko. 
The line is at present in operation between Shaniko and 
70 miles. EK. KE, Lytle, Portland, Ore., is President. 


DANSVILLE & Mount Morris.—It is said that this line, 
which extends between Dansville and Mount Morris, 
N. Y., 15 miles, with trackage over the Erie from Mount 
Morr is to Rochester, is to be entirely overhauled this year, 
and put in first-class condition. The work will include 
new bridges, the placing of trestles, raising of track on 
the flat lands and gravel ballasting. 

Denver & Rio Granpe.—It is said that about $75,000 
is to be spent this year in improving the terminals at 
Pueblo, Colo. Work is to begin at once on enlarging the 
yards east of the Union Depot. 

Dubuque & WesterRN.—This company was organized 


been 
lumbia 
tending 


Biggs, 


in Clinton, Iowa, last week, with a capital stock of 
$25,000, to build a railroad’ from A sg : Dubuque 
County, Iowa, to Boone, Boone County, a distance of 


Il. W. Seaman, of Clinton, Iowa, is President. 

Exo, Jour & Easrern.—This company has bought 
a strip of land in Chicago, 1,950 x 50 ft., on which it is 
proposed to lay side tracks and _— traflic accommo- 
dations for various industries on the Calumet River. 

En Paso & SoUTHWESTERN.—An._ officer writes that 
this compa ny’s proposed route is from Benson, Ariz., by 
sisbee and Douglas, Ariz., and Lordsburg June- 
Texas, 280 miles, with a pro- 


Mex., to Deming Junc- 
92 


175 miles, 


way of 
tion, N. Mex., to El Vaso, 
posed branch from Deming, N, 
tion, 31 miles, and from Deming Junction to E] Paso, 
miles. ‘Lhe line is under contract at present between 
Deming Junction and Douglas, 124 miles. Grading on 
this section is entirely completed, and track has been laid 
on about 100 miles. James Dougl ass, of New York, is 
President, and W. D. Choate is General Superintendent 
ond Traffic Manager. W. H. Leffingwell is Chief En- 
gineer. 

FREEMONT, E:kHoRN & Missourt VALLEY.—Location 
is said to have been made for this company’s new line 
northwest from Verdigris, Neb., and it is said that work 
will begin at once. The contract has been let to Winston 
Bros., of Minneapolis. The line runs from Lynch to 
Spencer, thence to a point near Butte, and then north 
to Fairfax, in Gregory County, S. Dak. Surveys have 
also been made 714 miles west from Fairfax. 

GeoraiaA, FLrorwa & ALABAMA.—It is reported that 
work is begun on the extension from Bainbridge, Ga., 
to Tallahassee, Fla., 42 miles south. It is thought that 
trains will be running between Arlington, Ga., and Talla- 
some time this month. 

INDIAN River.—<Application is being made by D’Arcy 
Scott, Ottawa, for a charter for a railroad from a junc- 
tion of the existing line at or near the northern end of 
Lake Megantiec in the counties of Beauce and Compton, 
Quebec, to run south along the lake to a point on the 
International Boundary near the River Moose. 

lowa, Sv. Lours & Dakora.—Preliminary surveys of 
an extension of this road from Sibley’s Point, Mo., to 
Centerville, Lowa, a distance of 35 miles, have been com- 
pleted. The survey of the extension from Novinger, Mo., 
to Eimer, a point on the Santa Ke Line from Burlington 
to Kansas City, was completed some time ago and has 
been adopted. Work on the two extensions will com- 
mence as soon as the weather permits. 

IXANSAS Crry, Mexico & ORIENT.—Profiles of the 
survey for 160 miles of the Panhandle & Gulf, which is 
the Texas corporation of this. company, were ‘filed with 
the State Railroad Commissioners on Jan. 20. This 
route is on the Red River, south of San Angelo, Texas, 
and Judge Hk C. Hord, of Sweetwater, Texas, the com- 
pany’s attorney, says that rights of way for 112 miles 
have been acquired. ‘Twenty-five miles of grading south 
of the Red River are about completed and grading is to 
be resumed soon at Sweetwater. (Oct. 25, p. 746.) 

LAKE CuarLes & Rice BeLtr.—An officer writes that 
relocation of 20 miles of the route already surveyed be- 
tween Lake Charles, La., and Gueydan is to be made some 
time this spring. The line is projected for 200 miles 
and has, been surveyed between the points named, a dis- 
48 miles. A. V. Eastman, Lake Charles, La., is 
General Manager. 

LirrLe River. 
J. J. Condon, for 
Work will begin at 
the Maryville road, 
(Noy. 29, p. 832.) 

Merivo-Prero.—It is said that this road will build 
some important extensions on a branch line in Yucatan 
during the present year. (Jan. 38, p. 14.) 

MEXICAN Roaps.—Surveys are reported for a new 
line in Mexico from a port on the Gulf. north of Tampico, 
to run across the States of Sonora and Sinaola. It is the 
intention of the promoters to eventually extend the line 
as far as the International Boundary. D. Rodgers, of 
New York, is interested. 

MEXICAN SOUTHERN.—An officer writes that there are 
at present 30 kilometers in operation on the Tlacotepec 
& Huajuapam De Leon extension between Tlacotepec 
und Las Pilas. It is completed also from Las Pilas to 
Acatlan, 45 miles, but work is progressing at the rate 
of a few miles per year only. No outside contracts are 
let, and the work is being done by the owner, 
Teruel. The operation of the line, however, is 
in the hands of the Mexican Southern. 

Minter County.—An officer writes that grading is 
reported complete and rails are being laid on this new 
railroad in Missouri, which is to run from the Lebanon 
branch of the Missouri Pacific, near Alden, for three 
miles. It is expected that the road will be in oon ation 
March 15. (Construction Supplement, Oct. 11, 712.) 


Monite & West ALABAMA.—An officer Be in re- 
gard to this proposed line from Mobile by way of Queens 
boro, Sheffield and Tuscaloosa to Florence, 350° miles, 
with a branch between Tuscaloosa and Birmingham, <Ala., 
that 40 miles is being relocated between Mobile and 
Queensboro, and between Tuscaloosa and Florence. It 
is proposed to ask bids for rails and rolling stock by 
next May. Hi. Austill, Mobile, Ala., is President, and 
J. A. Milner, Birmingham, Ala., is Chief Engineer. 
(Construction Supplement, Oct, 11.) 

Mosite, JACKSON & KANSAS City.—An officer writes 
that track has been laid on 10 miles of the extension from 
Merrill, Miss., to Hattiesburg, 46 miles. An extension is 
also to be made from Augusta, Miss., to the junction of 


hassee, 


tance of 


Contract has been let to W. Park and 
12 miles of this new line in Tennessee. 
Wallands, which is the terminus of 
and extend to Tuckaleechee Cove. 


being 
Garcia 


the Alabama & Vicksburg. Contracts will be let at once, 
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hoped to begin work on it some time during 
The distance to be built is 96 miles. 
East MOLINE & WATERTOWN (ELECTRIC) .— 
An officer writes that work will be begun on this new 
electric line in Illinois between Moline, East Moline, 
Watertown, Rapid City and Fort Byron, 17 miles, some 
time this spring. C. H. Deere, of Moline, Ill, is Pres- 
ident and V.. P. Hord, Vice-President. 

_ MUNISING.—An officer writes that this company’s en- 
tire line from the end of East Branch, Mich., north 20 
miles into timber is graded and that track has been laid 


and it is 
February. 
MOLINE, 


on four miles. H,. R. Harris, of Munising, Mich., is Gen- 
(Construction Supplement, Oct. gt 


eral Manager. 
1901.) 

NEw York, New HAveN & HaArtFoRD.—It is said that 
this company contemplates building a cut-off between the 
Waterbury, Meriden & Middleton line and the North- 
ampton Division. It will reduce running time between 
New Haven and Waterbury considerably. 

NORTHERN Paciric.—It is said that contracts will be 
let soon for widening the roadbed, between North Yakima 
and Prosser, Wash., a distance of 50 miles. As soon as 
this is finished the line is to be ballasted with rock. 

Oaxaca & EvuJaLaA.—An officer writes that this new 
line in Mexico is open from Oaxaca to Ocotlan, and that 
the line is being extended from Ocotlan to Eujala by its 
owner, Garcia Tereul. Work is progressing slowly, and 
there are no outside contracts being let. This line is 
operated by the Mexican Southern, but is independently 
owned. 

OKLAHOMA City & 'TEXAS.—An officer writes that 
contract has been let to Johnson Bros., Quanah, Texas, 
for the new line from Oklahoma City to Quanah and 
Acme, Texas, 186 miles. The line is entirely located with 
4 deg. curves as the maximum and 1 per cent. grades, and 
the work is light throughout. About 30 miles are com- 
pleted at the present time. The corporate name of the 
company in Oklahoma is the Oklahoma City & Western. 
C. G. Jones, of Oklahoma City, is President, and W. P. 
Homan, Chief Engineer. (Jan. 10, p. 22.) 

ORANGE & NORTIWESTERN.—An officer writes that 
gr ading and track laying has been completed on this new 
line in Texas between Orange and Buena, 35 miles. As 
soon as details of plans are worked out contracts will be 
let for 100 miles more of the preposed branch between 
Buena and Corsicana and between Buena and Marshall. 
J. W. Maxcy, of Houston, Texas, is Chief Engineer. 

PHILADELPHIA & ReEApDING.—It is said that the line 
of the Philadelphia, Harrisburg & Pittsburgh, is to be 
changed for about a mile, near Williams Grove, Cumber- 
land County, Pa., involving the elevation of tracks and 
building a bridge. Contract for the work has been let 
to Charles Nolan, of Philadelphia, and the estimated 
cost is $75,000. The improvements will remove three 
reyerse curves in connection with the crossing of the 
Dillsburg & .Mechanicsburg. 

PorTLAND & RUMForD FALLS.—An oflicer writes that 
the entire line between Bemis and Kennebago, Me., 211 
miles, is under contract to McGregor Bros., of Rumford 
Falls, and that grading is practically completed as far as 


Mountain View, nine miles. Track laying is to begin 
early in the spring and this first section is to be com- 
pleted by July 1. (Construction Supplement, Oct. 11.) 

POWELLS MouNntTAIN & MINbRAL.—An officer writes 
that this projected line in Tennessee is about 95 miles 
long, and will extend from Lone Mountain to St. Paul, 
Tenn., by way of a number of intervening towns. It is 


use 40 miles of the old graded roadbed be- 
Surveys have been made 
(Construction 


proposed to 
tween Clinchport and St. Paul. 
but contracts are not yet ready to be let. 
Supplement, Oct. 11.) 

Rep River & TEXAS SOUTHERN,—An officer writes 
that track laying is completed on this new line in Texas, 
from Sherman to Fort Worth, 84 miles. Sam Lazarus, 
Sherman, Texas, is President. 

RicuMoNnpd & PerersBuRG ELECTRIC.—An officer writes 
that track laying on this new electric line from Rich- 
mond, Va., to Petersburg, 21 miles, by way of Cen- 
tralia, Chester and Swift Creek, is completed, and that 
the line is also practically complete as regards final work 
on bridges and trestles. C. Warwick, of Richmond, is 
President and H. C. Harrison, of Petersburg, is Chief 
Engineer. (Construction Supplement, Oct. 11.) 

Sr. Louis, Kansas Crry & CoLoravo.—An officer writes 
that this new line in Missouri is under contract between 
Belle Vernon and Versailles, 72 miles, to H. EF. Balch 
& Co., 115 South Fourth street, St. Louis. Two thou- 
sand men, 400 teams and nine steam shovels are at work. 
An extension 115 miles long between Versailles and Kan- 
sas City is to be built at once. 

SALEM & Paciric Coast.—An officer writes that this 
new railroad in Oregon, which is projected from Salem 
to Falls City, 22 miles, and is under contract for nine 
miles between Falls City and Dallas, to J. S. Talbott, 
contemplates a further extension of 25 miles, with pros- 
pect of building soon. <A. J. Porter, of Norton, Ore., is 
Chief Engineer. 

SANTA FE, Prescorr & PHOENIX.—An oflicer writes 
that the 23-mile cut-off in Arizona, from a point on the 
main line near Ash Fork, was opened for business Dec. 
29, 1901, and that grading is nearly complete on the 
Bradshaw Mountain extension from a point near Huron, 


Ariz., to the Poland-Hamilton Mine, eight miles. 
SOUTHERN.—An officer writes that contracts were let 


last fall, to T. B. Jones, of Baltimore, for changing align- 
ment of the Washington Division between Alexandria and 
Manassas. Work is now in progress, and should be com- 
pleted next August. Contract was also let to T. B. Jones, 
Dec. 20, for a branch line 31% miles long, from Littleton, 
Ala., south to the mine of the Schloss- Sheffield Coal & 
Iron Co. It is expected that this will be completed by 
May 1. 

Timeson & NoORTITIWESTERN.—An officer writes that 
12 miles of track have been laid on this new line in 
Texas between Timpson and Ragley, a total distance of 
about 52 miles. It is not proposed to build any more at 
present. W. G. Ragley, of Timpson, Texas, is President. 
MARQUETTE & NORTHERN.—An officer writes 
that this line from Toluca, Ill, 16 miles north to Me- 
Nabb, by way of Custer and Magnolia, is completed. It 
is proposed to build some time this summer, and extend 


TOLUCA, 


10 miles along from Magnolia to Henry. 
Union TERMINAL.—This company has deen incorpor- 
ated in New York to build a standard gage tunnel road 


10 miles long between the Boroughs of Manhattan and 
Brooklyn. The projected route begins at a point beneath 
the intersection of Varick and Montrose avenues in 
Brooklyn, and proceeds westerly under the East River, 
under Fourteenth street, in Manhattan, and under the 
Ifudson to a point on the boundary line of the States of 
New York and New Jersey, where connection is to be 
made with a tunnel built by a similar New Jérsey cor- 
poration. A number of branches are proposed in Man- 
hattan. The capital stock is $100,000. The incorporators 
are: Francis H. Leggett, Frederick P. Voorhees, Roy 


Stone, Chas. F. Smillie, Louis L. Stanton, Wm. C. Cox, 
M. E. Robinson, Appleton D. Palmer and John A. 
Stewart. 

Vining & CoLEMAN.—An officer writes that extensions 
for 70 miles in a northerly direction are projected, be- 
sides the original lines of the company between Coleman 
and Waldrip, Coleman and Abilene, and Waldrip and 
Austin, a total of 225 miles, of which 30 miles, between 
Coleman and Waldrip, is now under contract to I. F. 
Chaffin, of Waldrip. ‘The line has been cleared for 
grading between these points, but nothing else has been 
done as yet beyond surveys. It is expected that bids 
for rails and rolling stock will be asked some time this 
spring, 

WABASH.—An officer writes that work on the line 
between New Haven and Butler, Ind., 26 miles, is prac- 
tically complete, and that the line will be open in a week 
or so. The corporate name of this extension is the Fort 
Wayne & Detroit. The Toledo & Chicago extension be- 
tween Montpelier and Maumee, Ohio, 49 miles, is now 
entirely completed, and regular trains are running. (Con- 
struction Supplement, Oct. 11.) 

WASHINGTON & ANNAPOLIS (HLEcTRIC).—Bids have 
been asked for grading on this line between Chesapeake 
Junction, Md., and Westport, 31 miles. At Ches- 
apeake J unction the road will join the Washington Trac- 
tion Co., and at Westport it will connect with Union 
Rys. of Baltimore. The contract for the line from An- 
napolis will be let next month, and bids are to be asked 
soon. (Dee. 27, p. 

Wueevineg & LAKE Erir.—lIt is said that this company 
will spend between $450,000 and $500,000 in betterments 
on the line between Massillon and Toledo, Ohio. These 
improvements include renewal of the tracks, replacing of 
bridges, ete. 
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ATLANTA, KNOXVILLE & NORTHERN.—Mortgage has been 
filed by this company to secure the issue of $2 000,000 
4 per cent. gold bonds, to retire $500,000 5 per cent. 
bonds outstanding, and for the proposed extension be- 
tween Marietta and Atlanta, Ga. 

CANADIAN Pacrric.—An issue of $20,000,000 capital 
stock has been authorized by the Dominion Govern- 
ment, subject to the approval of the shareholders. It 
is said that the proceeds will be spent as follows: 
New rolling stock and locomotives, $9,000,000 ; double 
tracking, $6,000,000 ; new plants and shops, chiefly at 
Montreal, $1,500,000 ; new elevators and improve- 
ments of terminals, $3,000,000 ; miscellaneous improve- 


ments, $500,000. 
DELAWARE, LACKAWANNA & WESTERN.—Redmond Kerr 
& Co. offer for sale $1,000,000 of Morris & Essex, 


3% per cent. gold bonds, due 2000. These bonds are 
gui aranteed by the Delaware, Lackawanna & Western, 
and are exempt from tax in New Jersey. 

Derrorr Unrrep.—At the annual meeting of the stock- 
holders, on Jan. 21, the purchases of the Detroit & 
Northern; Detroit & Pontiac; Detroit, Rochester, 
Romeo & Lake Orion, and of the Wyandotte & Detroit 
River were authorized. Also, in place of the $35,000,- 
QUO mortgage contemplated, a mortgage for $25,000,- 
OOO was authorized, covering the Detroit United Ry., 
and its acquired suburban lines. It is estimated that 
this new mortgage after providing for the outstanding 
liens, including the purchase of the roads acquired, 
will afford a surplus of $6,500,000. J. C. Hutchins, 
previously Treasurer of the company, was elected Pres- 
ident in place of H. A. Everett, and the Board of 
Directors was increased from nine to eleven, to give 
representation to the committee of Cleveland bankers. 

ELGiIN, Jotier & EASTERN.—Additional 5 per cent. first 
mortgage gold bonds of 1941 to the extent of $500,000 
have been listed by the New York Stock Exchange, 
making a total of $8,352,000. The proceeds of these 
bonds are to be applied to the purchase of additional 
lines and for various real estate properties adjoining 
the company’s land. 

MexIcAN CENTRAL.—Collateral trust 44% per cent. five 
year gold bonds to the extent of $10,000,000 have been 
sold to a syndicate, of which the Mississippi Valley 
Trust Co., of St. Louis, is the head. This new issue 
is secured by deposit of $16,100,000 Mexican Central 
4s, and the proceeds will be used in taking up the $6,- 
000,000 of temporary notes issued for purchase of the 
Monterey and Mexican Gulf. Surplus will also be left 
for new work, 

Mississippr & LirrLe Rocx.—This railroad, 27 miles 
long, in Lonoke and Prairie Counties, Ark., was sold 
Jan. 15 by decree of court. It had not been operated 
for some time, and possessed no rolling stock. The 
Black-Pollak Iron Co., of Chicago, were the purchasers, 
and the price was $20, 100., The original cost of build- 
ing is said to have been $244,000. 

Missourt Paciric.—Additional St. Louis, Iron Moun- 
tain & Southern consolidated railway and land grant 
mortgage 5 per cent. gold bonds, due in 1931, have 
been listed at the Stock Exchange to the extent of 
$889,000; also $1,102,000 additional unifying and re- 
funding mortgage gold 4s of 1929. The recent issue 
brings the total amount of the former — listed to 
$36,418,000, and of the latter to $24,195,000. The 
general consols have been issued at the rate of $15,000 
per mile on the main lines of the Arkansas Midiand, 
and of the Brinkley, Helena & Indian Bay. The last- 
named issue is at a rate not to exceed $12,000 per 
mile on the lines between Hamburg, Ark., and Luna 
Landing, Ark., 39 miles. 

NoRFOLK & SOUTHERN.—This company, formed to acquire 
stock of the Norfolk & Southern R. R., and the stock 
and bonds of the Lake Drummond Canal & Water Co. 
is to issue $1,800,000 stock, and 3,500,000 5 per cent., 
50-year gold bonds. The property included in this 
merger involves 174 miles of railroad, 30 steamers and 
a canal, which was reopened last year after an ex- 
penditure of $1,150,000 in improvements. 

Sr. Louis, Mempnuis & SouTHEASTERN.—This company 

is to issue $5,000,000 of first mortgage 4 per cent, 5U- 

year gold bonds. The mortgage permits the certifica- 
tion of additional bonds, not to exceed a total of $25,- 

000 a mile; these bonds are issued for general expenses 

in connection with building and equipment of this new 

line, which was organized Jan. 8, and is to build from 

Crystal City, 80 miles, in Jefferson County, and also 

will take over and rebuild the Cape Girardeau & North- 

ern; the Southern Missouri & Arkansas; the Hoxie, 

Pocahontas & Northern and the St. Louis & Memphis, 

and operate the Chester, Perryville & Ste. Genevieve. 

(See Railroad Construction, Jan. 17, p. 50.) 

AVANNAH, FLormpA & WESTERN.—At the annual meet- 

ing of stockholders, Jan. 15, it was decided to call 2 

special meeting on Feb. 36. ‘to consider and authorize 

an issue of 4+ per cent. bonds, not to exceed in the ag- 
gregate $31,000,000. The main object of the new issue 
is to retire outstanding bonds. 
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